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MOTOR VEHICLE REGULATION 


Here are a few more or less popular vagaries with 
respect to the matter of motor vehicle regulation, stated 
briefly and answered briefly, the vagary coming in the 
first paragraph and the answer in the second paragraph, 
in each case: 7 











The business of carrying freight and passengers by 
motor vehicle is a new and growing industry, and, though 
regulation may be advisable later, the business should 
not be throttled now. 







In the first place, though the business is growing, 
itis not particularly new. In some localities it has ex- 
isted for years. It has also, in some states, been reg- 
ulated for years. This regulation has not throttled it. 
Neither would interstate regulation, which is what is 
now proposed, throttle that part of it devoted to inter- 
state commerce—and that part is an exceedingly small 
part of it. In the second place, many motor vehicle 
operators see and assert the need of regulation for their 
own protection. In the third place, if reasonable regula- 
tion is right, it should be applied now, even admitting, 
for the sake of the argument, that the business might 
grow better without it. No business should be allowed 
to grow through lack of any restraint necessary in the 
public interest. Moreover, it is only fair to capital in- 
vested or that may be invested in the motor vehicle 
transport business to tell it now what may confront it 
in the matter of regulation. But reasonable regulation 
would not harm the industry. It would even help it, as 
it would help its patrons. 



















We have too much regulation of our common car- 
tiers now and the Interstate Commerce Commission is 
overburdened. For Heaven’s sake, let us not take on 
any more of it. 

That is not an argument against reasonable regula- 
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tion of motor carriers, but against over regulation of 
other carriers. If we have too much regulation of rail- 
roads, let us abolish what is bad, retain what is good, 
and apply what is good also to other kinds of carriers. 


If we start in regulating motor vehicles there is no 
place to stop. We should soon be regulating the private 
automobile as well as the contract carrier. 


The place to stop is where reason draws the line. 
That can easily be determined to the satisfaction of most 
persons competent to judge. Nobody advocates or wants 
fanaticism. 





The movement for regulation of motor vehicles 
originated with and is fostered by the railroads, their 
competitors, whose motives are selfish and who would 
profit by such regulation. 


The question is not who started it or who would 
profit. The question is what is right and in the public 
interest. The point of fairness to the railroads is only 
incidental, at best, though it certainly is there. A jaun- 
diced disposition toward the railroads, however, should 
not blind one to the public interest and sane policies 
toward the various agencies in our transportation 
system. 


The people own the highways and, if they want the 
motor vehicles to operate on them without regulation, 
they are entitled to have what they want. 


To be sure. But the point is that the people do not 
want such unrestricted operation—or they would not 
want it if they understood the situation. They should 
be enabled to understand before they are allowed to 
judge. It is not fair to the people, who pay for the 
highways, that these highways should be used as a place 
of doing business by motor carriers who pay nothing, as 
such, for the privilege and who are otherwise unreg- 
ulated. The people would not stand for that by a street 
railway company, for instance. 


The shippers get lower rates from the trucking com- 
panies and they are entitled to these lower rates, which 
would be made higher if regulation were applied. 


Probably rates would be little, if any, higher under 
a policy of reasonable regulation. But, even if they were 
higher, the shipper would be compensated in the re- 
liability and stability of service that does not obtain now 
and in his protection against loss from irresponsible 
operators. In any case, however, the shipper is not en- 
titled to anything that comes about through unfair or 
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Representative 
In Your Field: 


Birmingham, Ala., 
737 First Nat. Bank Bldg., 
L. Poole, Genl. Agt. 


Bloomington, Iil., 

H. Johnston, Genl. Agt. 
Champaign, IIL, 

G. W. Manley, Genl. Aet. 
Chicago, IIL, 

208 S. LaSalle’ St., 

D. R. Peck, Genl. Agt. 


Cincinnati, O., 

Room 301 Bell Block 

Alvin Roehr, Genl. Agt. 
Cleveland, O., 

415 Swetland Bldg., 

J. M. Boak, Genl. Agt. 
Dallas, Texas, 

618 Santa Fe Blidgz., 

Ed. R. Horton, Genl. Aegt. 
Danville, Iil., 

J. E. Dillon, Genl. Agt. 


Decatur, IIL, 
L. C. Bundy, Genl. Agt. 


Detroit, Mich., 

703 Transportation Bldg., 
C. F. Beach, Genl. Agt. 

Kansas City, Mo., 

211 Railway Exch. Bldg., 

L. W. Gent., Genl. Agt. 
Memphis, Tenn., 

33 Porter Blidg., 

H. W. Stigler, Genl. Agt. 

Mfiwaukee, Wis., 

601 Railway Exch. Blidg., 
J. C. McCutchen, Genl. 
Agt. 

Minneapolis, Minn., 1139 
Metropolitan Life Bldg., 
C. A. Canning, Gen. Agt. 

New York, N. Y., 

501 Maritime Exchange, 
L. B. Kelz, Genl. Agt. 

Peoria, Iil., 

W. M. Long, Genl. Agt. 

Pittsburgh, Pa., 

523 Park Bldg., 
E. D. Forde Genl. Agt. 

St. Louis, Mo., 
12th and Lucas Ave., 

H. C. Leutert, Genl. Agt. 

Springfield, Iil., 

E. L. McKee, Genl. Agt. 

Tulsa, Okla., 

818 Clinton Bldg., 
L. W. Gent, Genl, Agt. 
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unwise policies toward the agencies of transportation 
he uses. 


Travel is cheaper by motor bus and the traveling 
public ought to be allowed to retain the advantage. 

The same answer applies as with respect to the 
shipper and the motor truck. In both cases, persons 
who do not or cannot travel by motor bus or ship by 
motor truck must pay higher railroad rates on account 
of this motor competition, thus paying a subsidy for the 
benefit of the more fortunate. 

The subject is too complex to deal with now. Why 
bother about it? 

The subject is complex, but when will it be simpler? 
Not, certainly, as the business grows. The complexity 
will increase. Anyhow, it is not too complex for a start 
to be made. There are certain principles that can and 
should be applied at once, leaving to the future, perhaps, 
the question of further development. For instance, no 
motor bus or motor truck common carrier should be al- 
lowed to operate, either intrastate or interstate, without 
a certificate of public convenience and necessity and 
without paying for the privilege of using the highway 
as a place of doing business. 


AUGUST OPERATING RESULTS 


Class I railroads in August had a net railway operating in- 
come of $133,008,268, which was at the annual rate of return of 
5.51 per cent on their property investment, according to reports 

‘filed by the carriers with the Bureau of Railway Economics, 
which says: 


In August, last year, their net railway operating income was 
$124,943,508, or 5.29 per cent on their property investment. 

Property investment is the value of road and equipment as 
shown by the books of the railways, including materials, sup- 
plies and cash. The net railway operating income is what is left 
after the payment of operating expenses, taxes and equipment 
rentals but before interest and other fixed charges are paid. 

This compilation as to earnings in August is based on reports 
from 184 Class I railroads representing a total mileage of 236,906 
miles. 

Gross operating revenues for the month of August amounted 
to $578,822,690, compared with $555,493,701 in August last year, or 
an increase of 4.2 per cent. Operating expenses in August this 
year totaled $399,329,821, compared with $388,898,354 in the same 
month last year, or an increase of 2.7 per cent. . 

Class I railroads in August paid $36,373,380 in taxes, an in- 
crease of $3,708,082, or 11.4 per cent over the same month in 1925. 
This brought the total tax bill of the Class I railroads for the 
first eight months this year to $253,420,511, an increase of $21,- 
097,107, or 9.1 per cent above the corresponding period last year. 

Fourteen Class I railroads operated at a loss in August this 
year, of which six were in the Eastern district, one in the Southern 
and seven in the Western district. 

Class I railroads for the first eight months in 1926 had a net 
railway operating income amounting to $744,944,169, which was 
at the annual rate of return of 5.13 per cent on their property 
investment. During the corresponding period last year their net 
railway operating income amounted to $664,127,558, or 4.68 per 
cent on their property investment. ’ 

Gross operating revenues for the first eight months in 1926 
amounted to $4,163,562,608, compared with $3,974,000,198 during 
the corresponding period last year, or an increase of 4.8 per cent. 
Operating expenses for the first eight months’ period this year 
totaled $3,094,130,636, compared with $3,011,196,508 during the cor- 
responding period last year, or an increase of 2.8 per cent. 


Eastern District 


. The net railway operating income for the Class I railroads 
in the Eastern district during the first eight months this year 
totaled $389,093,089, which was at the annual rate of return of 
.69 per cent on their property investment. For the same period 
last year their net railway operating income was $352,759,444, or 
5.27 per cent on their property investment. Gross operating reve- 
hues of Class I railroads for the first eight months in 1926 
totaled $2,096,277,120, an increase of 4.7 per cent over the cor- 
responding period last year, while operating expenses totaled 
fyi 4,993,388, an increase of 3.0 per cent over the same period in 


Class I railroads in the Eastern district for the month of 
August had a net railway operating income of $65,758,597, com- 
Pared with $64,701,975 in August last year. 


Southern District 


Class I railroads in the Southern district during the first eight 
months this year had a net railway operating income of $105,483,- 
57, which was at the annual rate of return of 5.77 per cent on 
their Property investment. For the same period last year, the net 
railway operating income amounted to $102,550,493, which was 
at the annual rate of return of 5.88 per cent. Gross operating 
revenues of the Class I railroads in the Southern district for the 
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first eight months in 1926 totaled $581,799,383, an increase of 7 
per cent over the same period the year before, while operating 
expenses totaled $431,083,624, an increase of 7.1 per cent. 

The net railway operating income of the Class I railroads in 
the Southern district in August amounted to $12,943,409, while in 
the same month last year it was $15,105,873. 


Western District 


Class I railroads in the Western district for the first eight 
months this year had a net railway operating income of $250,- 
368,023, which was at the annual rate of return of 4.28 per cent 
on their property investment. For the first eight months last 
year the railroads in that district had a net railway operating 
income of $208,817,621, which was at the annual rate of return 
of 3.63 per cent on their property investment. Gross operating 
revenues of the Class I railroads in the Western district for the 
first eight months this year amounted to $1,485,486,105, an increase 
of 4 per cent over the same period one year ago, while operating 
expenses totaled $1,108,053,679, an increase of eight-tenths of one 
per cent compared with the first eight months last year. 

For the month of August, the net railway operating income 
of the Class I railroads in the Western district amounted to $54,- 
306,262. The net railway operating income of the same roads in 
August last year totaled $45,135,660. 


CLASS I RAILROADS—UNITED STATES 
Month of August 
1926 1925 

Total operating revenues......... $ 578,822,690 $ 555,493,701 
Total operating expenses.......... 399,329,821 388,898,354 
IE soingo:  evgendnevarel gl desaiate le o10)siSeca 8's * 36,373,380 32,665,298 
Net railway operating income..... 133,008,268 124,943,508 
RTPOUUREIINE PUREED 6. pi:0.668 6:6 0: e: side mere.< 68.99 70.01 
Rate of return on property invest- 

BIE oso osetia cia ole nace dons 5.51% 5.29% 

Eight Months Ended August 31 

Total operating revenues.......... $4,163,562,608 $3,974,000,198 
Total operating expenses......... 3,094,130,636 3,011,196,508 
pe eee ere 253,420,511 232,323,404 
Net railway operating income..... 744,944,169 664,127,558 
OO ee 74.31 75.77 
Rate of return on property invest- 

GUE  Gigguaveiacetee areremraeacenes atersts 5.13% 4.68% 


TALK OF CHEAP TRANSPORTATION 


(Wall Street Journal) 


Secretary Hoover must at times feel embarrassed by some 
of the support which his admittedly tentative proposals of an 
internal waterways program commands. The eminent -econo- 
mist, engineer, statesman and philosopher, Arthur Brisbane, 
assigns first place in the Hoover scheme to an “ocean canal” 
between Buffalo and New York, enabling ocean steamers to load 
at Duluth and Chicago: for Liverpool and Hamburg. “This,” 
he says, “will cut transportation rates on grain seven cents a 
bushel and add that much to the value of all grain raised in the 
middle west.” 

If the proposed ocean canal paid no more of its maintenance 
and interest charges than the New York Barge Canal has, it is 
conceivable that it might subtract something from the through 
rate to. Europe. But “all grain raised in the middle west” can- 
not be sold abroad, nor is the grain raised in the far southwest 
likely to desert the nearer Gulf ports for Duluth or Chicago. 
To look only at wheat, not over one-sixth of the average crop 
in the United States is exported; never in recent years has one- 
quarter of it gone out. Allowing for Gulf exports and the 
smaller movément via Pacific ports, a decidedly minor fraction 
of the wheat crop would be affected by any saving in export 
freights. 

Mr. Brisbane further demands 9,000 miles of “cheap water 
transportation,” including Chicago-Gulf and Pittsburgh-Kansas 
City routes. New York state has already spent upwards of 
$200,000,000 for some 400 miles of cheap water transportation, 
including 130 miles of the Hudson River, a waterway fairly 
cheap at what the state paid for it. With the same money it 
could have provided $500,000 a mile for a state-owned railroad 
between Buffalo and New York harbor. At that price even Tam- 
many contractors and their up-state Republican confrees would 
have undertaken to build a first-class double-track line, at the 
time the canal was dug. They might even look favorably upon 
such a contract today. 

If the state had built itself a railroad instead of a canal, it 
would have had a transportation machine with a carrying ca- 
pacity several times that of the Barge Canal and usable twelve 
months in the year. Instead of “cheap water transportation,” 
it would have provided cheaper rail transportation, though prob- 
ably not as cheap as that then and now provided by existing 
railroads. 

In justice to Mr. Hoover, it should be pointed out, as Mr. 
Brisbane does not, that the proposal of the Secretary of Com- 
merce is that some years of study be given to the possibilities 
of internal waterways by persons competent to find and under- 
stand the facts. He has not undertaken to authorize Mr. Bris- 
bane to start the digging forthwith, or even to stampede Con- 
gress into making appropriations. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended September 25 
totaled 1,182,940 cars, according to reports filed by the carriers 
with the car service division of the American Railway Associa- 
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tion. This was a decrease of only 4,071 cars under the preced- 
ing week, when loadings. totaled 1,187,011 cars, the largest num- 
ber loaded in any one week on record. 

The week ended September 25 was the eighteenth so far 
this year that loadings were in excess of 1,000,000 cars, and 
brought the total from January 1 to September 25—39 weeks— 
up to 39,251,889 cars, or an average in excess of 1,000,000 a week 
for that period. 


Compared with the corresponding week last year, the total 
for the week of September 25 this year was an increase of 
61,915 cars, while it also was an increase of 94,986 cars over the 
corresponding period of 1924. 

Revenue freight loading the week ended September 25 and 


for the corresponding period of 1925, by districts, was reported 
as follows: 


Eastern district: Grain and grain products, 10,214 and 9,825; live 
stock, 3,292 and 3,050; coal, 52,032 and 30,149; coke, 3,366 and 3,278; 
forest products, 4,997 and 5,424; ore, 5,588 and 5,139; merchandise, 
L. C. L., 76,866 and 75,327; miscellaneous, 115,099 and 115,713; total, 
1926, 271,454; 1925, 247,905; 1924, 250,392. 

Allegheny district: Grain and grain products, 3,529 and 3,129; 
live stock, 2,688 and 2,682; coal, 53,627 and 43,361; coke, 5,369 and 
5,651; forest products, 3,780 and 3,048; ore, 13,829 and 9,823; merchandise, 
L. C. L., 58,322 and 56,569; miscellaneous, 97,071 and 91,512; total, 
1926, 238,215; 1925, 215,775; 1924, 216,032. : 

Pocahontas district: Grain and grain products, 287 and 221; live 
stock, 331 and 333; coal, 45,346 and 43,620; coke, 532 and 584; forest 
products, 1,787 and 2,031; ore,‘ 89 and 94; merchandise, L. C. L., 
7,394 and 17,291; miscellaneous, 7,282 and 5,084; total 1926, 63,048; 1925, 
59,258; 1924, 49,420. 

Southern districts Grain and grain products, 3,843 and 4,406; 
live stock, 1,967 and 2,240; coal, 28,125 and 27,755; coke, 893 and 830; 
forest products, 20,972 and 22,889; ore, 1,377 and 1,270; merchandise, 
L. Cc. L., 44,303 and 44,894; miscellaneous, 63,242 and 63,358; total, 
1926, 164,722; 1925, 167,642; 1924, 148,616. 

Northwestern district: Grain and grain products, 14,351 and 21,763; 
live stock, 11,464 and 10,075; coal, 8,843 and 8,661; coke, 1,678 and 
1,101; forest products, 16,879 and 17,953; ore, 48,832 and 35,045; mer- 
chandise, L. C. L., 34,474 and 34,140; miscellaneous, 44,269 and 46,778; 
total, 1926, 180,790; 1925, 175,516; 1924, 166,576. 

Central Western district: Grain and grain products, 13,385 and 
11,494; live stock, 15,926 and 14,674; coal, 17,089 and 18,979; coke, 295 
and 285; forest products, 12,094 and 12,328; ore, 4,007 and 3,673; mer- 
chandise, L. C. L., 36,402 and 36,721; miscellaneous, 72,133 and 72,018; 
total, 1926, 171,331; 1925, 170,172; 1924, 181,238. 

Southwestern district: Grain and grain products, 5,306 and 4,450; 
live stock, 4,055 and 3,800; coal, 6,660 and 5,811; coke, 230 and 179; 
forest products, 9,356 and 8,393; ore, 519 and 411; merchandise, L. C. L. 
18,080 and 17,804; miscellaneous, 49,174 and 43,909; total, 1926, 93,380; 
1925, 84,757; 1924, 75,680. 

Total, all roads: Grain and grain products, 50,915 and 55,288; 
live stock, 39,723 and 36,854; coal, 211,722 and 178,336; coke, 12,363 and 
11,908; forest products, 69,865 and 72,066; ore, 74,241 and 55,455; mer- 
chandise, L. C. L., 275,841 and 272,746 miscellaneous, 448,270 and 
438,372; total, 1926, 1,182,940; 1925, 1,121,025; 1924, 1,087,954. 


Loading of revenue freight this year compared with the 
two previous years follows: 


1926 1925 1924 

WIV WOOns i JORUGTT oo oc ccc ccweséve 4,432,010 4,456,949 4,294,270 
Four weeks in February.........-.... 3,676,449 3,623,047 3,631,819 
WOGP WEEMS Th MEBTCR. .... ccicccccccces 3,877,139 3,702,413 3,661,922 
CE BP SNE icc descccsetveces 3,795,837 3,726,830 3,498,230 
NE ON DN. coc ce ccisiccestevens 5,142,879 4,853,379 4,473,729 
WORE WHORES 1 DUNO. «6. ccc ccwccecveves 4,112,150 3,965,872 3,625,182 
EE ac acc ccccccctoceuses 5,245,267 4,945,091 4,470,522 
Four weeks in August...............6- 4,417,780 4,321,427 3,898,384 
Four weeks in September............. 4,552,378 4,297,936 4,147,885 

MED ba nec secanccenetonhon ten cueuae 39,251,889 37,892,944 35,701,943 


HOCH-SMITH GEOGRAPHICAL 
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A meaning of the Hoch-Smith resolution which may have 
been thought of by others, but not so prominently displayed as 
to attract general attention, has been discovered by George T. 
Bell, attorney for the complainant in No. 18151, California White 
& Sugar Pine Manufacturers’ Association vs. Atchison, Topeka 
& Santa Fe et al. The complainant is seeking to compel the 
carriers to make joint rates on those sorts of pine from the so- 
called coast and Hawley-Truckee groups in California and south- 
ern Oregon to southeastern territory. There are a few such 
joint rates, but the general method of making ratse on such 
traffic is by combination on the Ohio or Mississippi. 

The complaining pine men think the Hoch-Smith resolution, 
among other things, is intended to require recognition of the 
fact that the country has grown to the westward and that it is 
time to raze Chinese freight-rate walls along the boundary lines 
of the southeast and freight rate toll gates at the threshold of 
Florida. On that point, the Bell view is as follows: 


Among other things which this much-discussed act of the Con- 
gress directs the Commission to do in making and adjusting freight 
rates are two to which we desire to call attention: (a) to adopt the 

licy of giving as much weight as possible to the conditions prevail- 
ng in the several industries of the country to the end that com- 
modities may freely move, and (b) to have due regard for the proper 
development of the country as a whole. It is not contended that the 
resolution in whole or in part has changed the letter of the law in 
any respect, but it is suggested that in enjoining the Commission to 
do things such as those specified above the Congress unquestionably 
intended its administrative tribunal, in making and adjusting freight 
rates, to give more weight to the commercial factor and less weight 
to the distance or transportation factor. In fact, it was the suc- 
cessive percentage increases, the placing of greater increases in 
cents per unit upon long-haul than upon short-haul traffic and thus 
in a commercial sense moving distant shipping regions farther and 





farther mer from their markets, that gave momentum to the 
agitation which finally culminated in the passage of the resolution. 

In this connection it is pertinent to note that the second direction 
above referred to was derived from the resolutions introduced in the 
House by Congressman Hoch, who indicated in the hearings before 
the House Committee that the direction was designed to emphasize 
to the Commission the necessity of giving proper recognition to the 
growth of the country westward. Congressional Record, Vol. 65, pp. 
346, 1071; Railroad Rate Structure Survey, pp. 18, 26. The West is 
the bread basket and raw-material depository of the country. If 
it is to market its vast quantities of surplus products beyond its 
own confines, the comparatively long intervening distances to such 
great consuming markets as the East and Southeast must be meas- 
urably disregarded in fixing the freight rates. In no other way 
can the country, as a whole, be developed and its various sections 
integrated and welded into a single commercial unit. The one great 
end toward which the policy of the law is now moving is the develop- 
ment, not of single railroads, but of a national transportation system, 
not of individual sections but of the nation as a whole. To accom- 
plish this purpose, such antiquated policies as erecting Chinese 
freight-rate walls along the boundary lines of the Southeast and 
building freight-rate toll gates at the threshold of Florida must be 
discontinued. 

The situation presented by this case is an appropriate one for 
the application of the resolution and the working out of the purpose 
which inspired its passage. Of the total cut of California white and 
sugar pine, there is a home market for about 50 per cent, comprising 
the low-grade material which on account of its cheapness cannot 
stand transportation charges to distant markets. There is little or 
no home market for the remaining 50 per cent, the so-called high- 
grade products. They must be sold, if sold at all, in markets east 
of California. Among other eastern markets is the Southeast. The 
timber resources of this great territory are fast becoming exhausted 
and sonsequently it is looking to other producing regions for a sub- 
stancial part of its lumber needs. Its home builders, once they 
were introduced to California white and sugar pine, evinced a keen 
liking for the many admirable qualities of the woods. Its building- 
material merchants are anxious to handle the woods. Complainants’ 
members are naturally desirous of oo the resulting demand 
for their products. But the southeastern building-material merchants 
and complainants’ members are effectively prevented from developing 
any commercial relationships by the traditional policy of the South- 
eastern roads of insisting that the rates into their territory be con- 
structed with reference to the Mississippi or Ohio River combination. 
This selfish policy simply must go the way of rebates, passes and all 
other forms of special privilege. 

In considering this phase of the case, the Attorney-Examiner 
and the Commission should bear in mind that there is a substantial 
movement of empty box cars eastbound from California. Sugar 
Cases of 1922, 81 I. C. C. 448, 460; Wool Rates Investigation, 1923, 91 
I. C. C. 235, 246. Some of these empty cars are Southeastern rail- 
road cars returning home (Titus, 72). By establishing a rate struc- 
ture which will permit California white and sugar pine to move 
freely into the Southeast,~ the Commission will not only carry out 
the spirit and purpose of the Hoch-Smith resolution in so far as the 
producer and consumers are concerned, but will foster a movement - 
which will make for greater utilization of railroad equipment. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars dropped to 124,142 
cars in the period September 15-22, according to the car service 
division of the American Railway Association. The figure for 
the preceding period was 137,377. The average daily shortage 
was 452 cars, made up of 280 box, 24 ventilated box, 10 flat, 108 


gondola and 30 D. D. stock cars. The surplus was made up as 
follows: 


Box, 57,378; ventilated box, 24; auto and furniture, 10,074; total 
box, 67,476; flat, 3,840; gondola, 16,227; hopper, 13,978; total coal, 
30,205; coke, 1,373; S. D. stock 10,575; D. D. stock, 1,626; refrigerator, 
8,003; tank, 323; miscellaneous, 721; total, 124,142. 


Canadian roads reported a surplus of 12,300 box, 750 S. D. 
stock, 700 refrigerator and 155 miscellaneous cars. 


SURPLUS CARS VANISHING 


L. M. Betts, manager of the closed car section of the car 
service division of the American Railway Association, has sent 
the following to railroads: 


Present unprecedented car loadings have reduced closed car sur- 
plus everywhere to the vanishing point and conditions justify rigid 


supervision over car handling to insure best possible service of every 
available car. 


Automobile loading Michigan and adjoining territory increasing 
and car supply becoming short. Urgent request from that district 
for expeditious return automobile cars to owners. 

Heavy cotton and lumber loading in southeastern and southwestern 
territory running all lines short and necessary that special attention 
be given prompt return of cars belonging to such roads. If you have 
any surplus serviceable box cars available for delivery to connections, 
please advise promptly and will endeavor to find immediate outlet. 

Live stock loading in west increasing rapidly, with particularly 
heavy sheep movement from western ranges. Stock cars of all de- 
scriptions must be handled promptly and cars of western roads ex- 
pedited to home lines. 


CONDITION OF EQUIPMENT 


Locomotives in need of repair on September 15 totalled 9,386 
or 15.0 per cent of the number on line, according to reports filed 
by the carriers with the car service division of the American 
Railway Association. This was an increase of 355 locomotives 
over the number in need of repair on September 1, at which 
time there were 9,031 or 14.4 per cent. Of the total number of 
locomotives in need of repair on September 15 this year, 5,026 
or 8.0 per cent were in need of classified repairs, an increase of 
265 compared with September 1, while 4,360 or 7.0 per cent were 
in need of running repairs, an increase of 90 compared with the 
number in need of such repairs on September 1. Serviceable 


locomotives in storage on September 15 totaled 5,086 compared 
with 5,482 on September 1. 















I, No. 15 


n to the 
lution. 

| direction 
ced in the 
igs before 
emphasize 
ion to the 
ol. 65, pp. 
e West is 
untry. If 
yeyond its 
s to such 
be meas- 
»x9ther way 
is sections 
one great 
ie develop- 
on system, 
To accom- 
g¢ Chinese 
heast and 
2 must be 


te one for 
he purpose 
white and 
comprising 
ess cannot 
is little or 
alled high- 
irkets east 
east. The 
exhausted 
for a sub- 
once they 
red a keen 
s building- 
mplainants’ 
ng demand 
merchants 
developing 
the South- 
ry be con- 
ombination. 
ses and all 


y-Examiner 
substantial 
lia. Sugar 
on, 1923, 91 
astern rail- 
rate struc- 
ie to move 
r carry out 
» far as the 


. movement - 


nt. 


| to 124,142 
car service 

figure for 
y shortage 
10 flat, 108 
nade up as 


10,074; total 
total coal, 
refrigerator, 


, 750 S. D. 


of the car 
mn, has sent 


sed car sur- 
justify rigid 
vice of every 


y increasing 
that district 


southwestern 
‘ial attention 
If you have 
/ connections, 
ate outlet. 
| particularly 
rs of all de- 
rn roads ex- 


otalled 9,386 
reports filed 
1e Americal 
locomotives 
1, at which 
11 number of 
s year, 5,026 
1 increase of 
er cent were 
red with the 
Serviceable 
86 compared 





4 





October 9, 1926 





| a 
Current Topics 
in Washington | 





Applying the Rule of Reason.—Attorneys for the railroads, 
opposing a reopening of the cases of the Standard, of Indiana, 
which the Commission, by one of its divisions, dismissed, be- 
cause, among other things alleged, the routing of the traffic 
caused it to be shuffled back and forth in the congested St. 
Louis district, advocate the application of the rule of reason. 
Presumably, they refer to the rule of reason used by the Su- 
preme Court of the United States in one of the anti-trust cases. 
That rule was applied so as not to make the anti-trust law 
ridiculous. Otherwise it would apply to every merger of, say, 
two groceries in the city of Washington or two small factories 
having an infinitesimal amount of interstate business, in such 
a way as to force the government to act. It may be suggested 
and probably will be pointed out that the primary question in 
this case is as to whether the Commission will follow its old 
rule—that of making carriers protect the rates published by 
them over routes they have left open. Division 1, which han- 
dled the Standard case, in its report, did not say the routes 
claimed by the shipper to be open were not, as a matter of fact, 
open. In fact, it referred to the routing as being open. One of 
the little railroads, practically admitting that the routes claimed 
by the shipper were open, asked to have other carriers made de- 
fendants and called on the Commission to say what rates were 
applicable and what the proper divisions would be. In other 
words, it seemed to admit that the routes were open and to 
contend that all the carriers should be called on to help bear 
the expense incurred by the negligent preparation of tariffs 
that did not limit the routing. It seemed to remember that the 
Commission had always made the carriers stand the losses made 
possible by their failure to specify the routes that shippers 
might use under the rates shown in the schedules. The division 
also seemed to admit that, on the facts shown, the carriers were 
losers. It said that in the title complaint, No. 15877, Standard 
Oil Co. (Indiana) vs. Atchison, Topeka & Santa Fe et al., the 
facts were similar to but not identical with those in Boldt Paper 
Mills vs. Director-General (62 I. C. C. 471) and California Pack- 
ing Co. (78 I. C. C. 190). It said that, so far as those cases might 
be inconsistent with the conclusion in this case, if at all, it was 
unwilling to follow them in any degree in the circumstances in 
this case. In another place, the Commission, in that report, 
seemed to admit that the shippers were right in their contention 
that the routes they selected were open, because it said the 
practice disclosed threw grave doubt on the propriety of accord- 
ing shippers unlimited latitude in the designation of inter- 
mediate routings. That means, it may be submitted, that the 
division doubts the wisdom of Congress giving the shipper the 
right to say which intermediate carrier shall carry his freight. 


An argument of that sort, it might be suggested, would be 


proper when addressed to Congress, but hardly within the rule 
to be observed in the exercise of judicial functions. Applying 
the rule of reason to tariffs would make it necessary for a 
shipper to bring a case before the Commission every time he 
found a route that the carrier had not closed, if the carrier 
chose to assert that the route was not reasonable. That would 
make it nice for a carrier that desired to give favors to one 
shipper and deny them to another. It could allow one shipper to 
use such a route and never say a word about it, but check 
another shipper who chose to use it. .On the implications of fact 
contained in the division report, it may be taken that the Com- 
mission, in the now celebrated case, thought it wise to deny the 
demand for return of overcharges because, among other things, 
the carriers seemed to have offered wasteful services and, when 
their offer was accepted, they objected to going through with 
what the shippers said they had promised. Generally speaking, 
in the street curb discussion of the matter, there is no conten- 
tion that the routes claimed by the shipper were not open. No 
contention has been made that it would have been impossible for 
the carriers to have said, for instance, that no route east of 
Indianapolis would be deemed a reasonable route for this traffic, 
but they did not do so and thus far the seeming failure to follow 
the tariff rules has not cost them anything. 





Western Class Rates—It is regarded as almost a moral cer- 
tainty that the Commission will soon institute a western class 
Tate case. Just how wide, territorially, it will be is not among 
the things on which there is a definite impression. Investiga- 
tions that raise interrogations as to the class rates west of the 
Mississippi surround Western Trunk Line territory. That is the 
Dart of Western Classification territory that pops into one’s 
mind when the words, “western class rates,” are used. The 
eastern and southern cases cover the two classification prov- 
inces. There is a class rate investigation under way in the 
Southwest. Ex Parte 87, on which the Commission passed in 
connection with its rate structure investigation, in some of its 
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features, reminds one of the Western Trunk Line class rates. 
Unless there is something tucked away in a forgotten corner, 
there is no proceeding involving class rates in Mountain-Pacific 
territory. That is a Commission-created area, carved out so as 
to enable it, in the 1920 advanced rate case, to make a distinc- 
tion between the more needy and the less needy carriers. Not 
having been created by the carriers, that territory may be said 
to be not a natural division. The eastern case is being fitted 
around the C. F. A. class scale as nearly as may be, but, if 
necessary, it is believed, the Commission will modify it so that 
what is done will be done with the idea that everything north 
of the Ohio and Potomac rivers and east of the Mississippi shall 
be in harmony, though, on account of the Anderson scale in New 
England, that part of the eastern classification province is sup- 
posed, also, to be dressed up and have a definite destination, 
without much, if anything, necessary to be done to it. A western 
case, therefore, might, in effect, be one primarily involving only 
rates in Western Trunk Line territory, just as the eastern case 
involves, primarily, only Trunk Line territory rates. <A start 
could be made on Western Trunk Line territory rates, the south- 
western record stipulated into the new case, and the Mountain- 
Pacific territory held in abeyance until the need of work on that 
was shown to be necessary. 





Weevil Works in Wheat as Well—The Federal Trade Com- 
mission has found it necessary to haul over the coals, privately, 
a manufacturer of cereal products who put out pancake and 
waffle flour and sought to spread its use by saying that “few 
people care for the taste of corn flour and every housewife 
knows that it will not keep well in warm weather, having a 
tendency to attract tiny bugs and worms.” The commission, 
knowing that corn had no greater attraction for weevils or other 
pests than any other cereal, called the man to order. He agreed 
to quit that sort of advertising. He entered into a stipulation to 
the effect that he would be good and cease and desist from such 
an unfair practice. Thereupon, it had him sign a document to 
that effect, put it into its files, and turned him loose. It made 
public the fact that it had taken the man into the wood-shed and 
talked to him in a fatherly way, all the time keeping the switch 
in sight and allowing him to know that, unless he gave that 
promise, it would be applied. That sort of practice, the com- 
mission thinks, is better than that of bringing formal complaint 
against the manufacturer before giving him a chance to promise 
to be good. In the days of its unregeneracy, the commission 
filed a complaint against such a one and gave it publicity. In 
many instances, it found that the man did not really intend be- 
ing unfair. Therefore, he readily accepted a consent decree 
against him. The commission also made public that fact, but 
it seldom obtained a tithe of the circulation of the formal com- 
plaint. The net effect of the practice was to leave one sore citi- 
zen, because he was smirched and could not obtain a hearing 
from the public that had been advised that he was a bad actor, 
if not a bad egg. Under the new practice, when a man breaks 
his promise to be good, the fact that he has done so will be 
revealed in connection with the formal charge that he is a bad 
one in addition to being a liar. The new practice is believed, 
generally, to be in line with what the late Senator Newlands, 
author of the law creating the commission, thought that trade 
body should use. 





Clerks Must Smile.—If the clerk who has been waiting on 
you at the postoffice window disappears and you see him no 
more, it will be safe to assume one of three things: First, he 
was such a good clerk that some soulless corporation hired him 
away from the government; second, that he is dead; third, that 
his smile turned to vinegar and the postmaster had to put him 
into the rear rank. First Assistant Postmaster General Bartlett 
has reminded postmasters that they must keep the short- 
tempered clerks away from the windows at which the public 
comes into contact with its postoffice department. He said that 
this notice “is to suggest over again what we have often urged, 
and that is that postmasters should be very careful whom they 
assign to ‘window service’ where the person so assigned has 
contact with and dealings with the general public.” He said 
that, if a clerk were not naturally patient and cheerful, he or 
she should not be put at a window. Ability to get along with 
the public, he said, was a quality of merit and should be con- 
sidered in matters of promotion. Postmasters, he said, must 
have courage to make changes in accordance with that policy, 
“whoever is affected thereby.” He added that any person should 
be taken off a window as soon as he began to show signs of ill- 
temper or discourtesy. Indifference and lack of promptness, at 
times, have seemed to the public to be two of the outstanding 
deficiencies in some offices. However, it is believed that no 
postoffice clerk has ever been allowed to become the lofty 
princess often found behind the counter of shops, where, on 
account of the hope of profit on the part of the shopkeeper, it 
would seem that her conduct would make her intolerable. 





Aryan Brother Gets Rate Machinery—The government of 
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THE 


India recently appointed a railway rates committee to do some- 
thing with freight rates on the railroads of that part of the 
British empire. C. B. Spofford, Jr., United States Trade Com- 
missioner at Calcutta, reporting the fact to the Department of 
Commerce, said the committee’s functions would correspond, to 
a considerable extent, to the Interstate Commerce Commission. 
If that is an accurate description of its functions, the Indien 
government should change its name. The Commission is not 
advisory in rate matters, except when it so desires. It has the 
power to order rates. Mr. Spofford said it was understood that, 
in the past, freight rates on the Indian railways were made by 
the agent of each railway, the agent in India being the adminis- 
trative head of the company, the boards of directors of which 
sat in England, and that the rates were subject to maximum 
rates laid down by the Indian Railway Board. Mr. Spofford’s 
mention of the Indian Railway Board and its power to set maxi- 
mum rates suggests the thought that the new body performs 
functions akin to those performed by the various freight terri- 
tory committees, rather than the Commission. He says the 
advisory committee is to hold hearings and take evidence from 
local industries. In doing that it will perform exactly as do the 
territorial rate committees in this country. The territorial 
committees advise the railroads as to what rates shall be pub- 
lished. They publish them, subject to such modifications as 
individual lines put into the agency publications or into their 
individual publications, all, of course, subject to the maximum 
and minimum rate power of the Commission. The committees 
give hearings on rate proposals and hear “local industries,” even 
as the new Indian body is to do. Trade Commissioner Spofford 
is of the opinion that the setting up of such a body will have far- 
reaching effects on the development of Indian industries and 
bring about more efficient marketing of Indian products.—A. E. H. 


AUTOMATIC TRAIN CONTROL 


“Everything possible is being done by the railroads of this 
country to promote the safety of both passengers and employes 
and the sensational statements made in an anonymous article 
entitled ‘Murder on the Rails,’ appearing in the fall issue of 
the North American Review relative to automatic train control 
constitute an unjust indictment of the men upon whom falls 
the responsibility for maintaining an adequate transportation 
service to the people of the United States, according to a letter 
sent to George Harvey, editor of that publication, by W. J. Hara- 
han, chairman of the general committee on automatic train con- 
trol of the Association of Railway Executives,’ says a statement 
issued by Mr. Harahan. 

“The glaring inaccuracies,” said Mr. Harahan in his letter, 
“and misinformation in this article to which the author has 
been unwilling to sign his name, make it necessary to set before 


you the facts with reference to the subject.” Continuing, he 
said: 


The railroad managements have no responsibility which is 
greater and no purpose which is more definite and pronounced 
than to protect the safety of the traveling public, and when an 
adequate, workable and dependable system of automatic train 
control has been devised, the carriers will not hesitate to put 
it into use, particularly on those lines where difficult operating 
conditions render it advisable to make such installations. 

Due to the many safety measures which the railroads have 
installed, a passenger is more than four times as safe aboard 
a train today than twenty-six years ago. In fact, he is safer 
traveling in a train going sixty miles an hour than he is walking 
along the street or even in his own home. This is borne out 
by the fact that insurance companies in their accident policies 
offer double indemnity to any person killed or injured in a railway 
accident. 

This increase in the safety of the traveling public has been 
brought about largely by the voluntary action of the railroads 
themselves, for, in addition to their regard for human life, the 
greater the safety of passengers and employes, the greater the 
efficiency in operation, which is the measure of success in railroad 
management. 

Installations voluntarily made by the railroads of automatic 
signals, heavier and longer rails, steel cars, steam-heated cars, 
vestibule equipment, electric lighting, highway crossing protec- 
tion and other improvements, were made with the object of pro- 
tecting the public and saving human lives. In addition, millions 
of dollars are being expended annually in “safety first” work. 

The article charges the railroads with undue delay in install- 
ing automatic train control devices on their lines. Under the order 
issued by the Interstate Commerce Commission on June 13, 1922, 
designated as Order No. 1, the railroads were required to equip 7,641 
miles of track with train control devices, at an estimated cost of 
$25,000,000. Under Order No. 2, issued on January 1, 1924, an addi- 
tional 7,440 miles were ordered to be equipped at a further cost 
of $25,000,000. Of the 7,641 miles required by the first order, all 
have been completed except 500 miles, which will be finished 
within the next few months. Under the first order of the Com- 
mission, it has been necessary to equip nearly 4,000 locomotives. 

Of the 7,440 miles of track required under Order No. 2, a total 
of 2,860 miles has been completed on 13 roads and additional 
mileage is being completed each month. This means that more 
than 10,000 or over two-thirds of the 15,000 miles required under 
both orders have been equipped with train control devices which 
are in operation. 

he two orders of the Commission affect only about 7% per 
cent of the total mileage of the Class I railroads, and to equip 
all the passenger lines with train control devices, should a prac- 
tical device or devices be developed, would involve an estimated 
expenditure of not less than $665,000,000, which cost eventually 
would fall on the shoulders of the public. 
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The article assumes that a practical device has been perfected. 
It is the opinion of the vast majority of railroad officials, includ- 
ing signal and operating officers, that no system of automatic 
train control has yet been developed to that state of physical 
performance which renders it feasible to warrant its application 
on the railroads on the scale that is necessary to equip the entire 
country. Many of the train control systems which have been 
offered are in the experimental stage, not yet having reached an 
effective stage of development. The anonymous writer of this 
article recommends for adoption the system now in use on the 
Rock Island Railroad. Notwithstanding the fact that this system 
has been in process of development on that line for a number of 
years, no other railroad has adopted it. It is inconceivable that 
in the thorough and strenuous search which the railroads have 
made for a system to meet operating conditions, they would not 
further extend the use of any system which would properly meet 
their conditions. 

The anonymous writer of this article refers in commendatory 
language to the character of locomotive engineers. The voice of 
locomotive engineers has been heard with respect to this very 
problem. Mr. Warren S. Stone, late Grand Chief of the Brother- 
hood of Locomotive Engineers, testified before the Commission 
that he felt a new type of accident, more serious than any accident 
that it could prevent, would be developed by the use of train 
control which would take the control of the train from the engine- 
men. 

The position of the railroads with respect to the orders on 
automatic train control issued by the Interstate Commerce Com- 
mission has been misrepresented. When the first order was issued 
the carriers took the position that the requirements of this order 
were sufficient fully to develop adequate types of train control 
so as to enable the selection of a practical and workable device. 
This is still their position. They felt furthermore that this first 
order had come prematurely and had been issued before experi- 
ments with train control systems had reached a stage which justi- 
fied such extending of the installation. Consequently the carriers 
felt in respect to the second order requiring a largely increased 
expenditure that no further action should have been taken by 
the Commission until the requirements under the first order had 
clearly shown the extent to which experience had produced a 
proper device. 

The railroads hope that when the 15,000 miles required under 
both orders has been equipped, sufficient time should be allowed 
to elapse so that all the types of train control offered may be 
developed and placed on as practical a basis as automatic block 
signals. As a matter of fact, automatic train control only pro- 
vides against those accidents that may occur from the temporary 
incapacity or lack of alertness of the engineer, whereas automatic 
block signals provide against accidents that are liable to occur 
at any moment. The last statistics issued by the Interstate Com- 
merce Commission show more than one-third of the fatalities due 
to train operation occur at grade crossings. The elimination of 
grade crossings would be far more to the public interest than 
train control, but it is recognized from a practical standpoint 
that the elimination of all grade crossings would require the 
expenditure of nearly as much money as it would cost to build 
the railroads. This would place a heavy burden upon the public 
and therefore must be done gradually. 

The railroad managements of this country do not set up dol- 
lars against safety. They do not feel justified, however, in spend- 
ing enormous sums of money on the extensive installation of an 
experimental device when they can accomplish much greater re- 
sults in the promotion of safety by expending the same amount 
of money in developing means of providing safety that will affect 
a greater proportion of the population of this country and will 
produce greater results in conserving human life and happiness. 

In order to equip the railroads with train control devices, it 
is necessary in practically all cases to borrow the money. To 
borrow the money it is necessary to have the proper credit. This 
eredit can only be obtained when the railroads earn a fair return 
upon their investment. The rail carriers are limited under the 
transportation act to a certain extent, namely, 5% per cent on 
their value, and this money must be used for many purposes, of 
which, of course, safety stands first, and also including the provi- 
sion of the necessary facilities for taking care of the expansion 
of the country’s business. Because of this fact it may readily be 
seen those safety measures must be adopted which will give the 
greatest amount of safety for the money available for that pur- 
pose. 


DAMAGE TO EGG SHIPMENTS 


The average money loss in value per case of eggs resulting 
from damage in transit, amounts to 1.65 cents, according to 
tests recently made by the Department of Agriculture. The 
average loss per case ranged from .94 cent to 2.46 cents for 
the eight different kinds of packs described in detail in Depart- 
ment Circular No. 391-C. Tests to compare the merits of ei#ht 
different methods of packing eggs for shipment and of straw 
and hay buffing in comparison with wood bracing of cases in 
carload shipments were reported. Data were obtained on twelve 
carloads shipped from points in Oklahoma, Kansas, Iowa, Ne- 
braska and Indiana to eastern markets. 


In each test the eggs were handled and packed at point of 
shipment and rehandled at point of destination. The damaged 
eggs were classified as “blind checks,” “checks” and “leakers.” 
In loading cases of eggs in the refrigerator cars the straight- 
joint method was used in each test, and two cars, one straw 
or hay buffed and the other braced with wooden frames, were 
coupled together throughout the trip to market. 


Impact recording instruments were placed in each car anda 
record obtained of the shocks received. Accurate measure- 
ments also were made at destination of the shifting of the loads. 
The money loss from damage of eggs in transit was calculated 
by assigning the following values to the eggs: Sound shell 
eggs, 32 cents per dozen; checks and blind checks, 28 cents per 
dozen, and leakers, 10 cents per dozen. 

A copy of the new circular may be obtained free of charge, 
as long as the supply lasts, by writing to the Department of 
Agriculture, Washington, D. C. 
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LUMBER RECONSIGNMENT CASE 


With Commissioner Hall dissenting, the Commission, by di- 
vision 3, in No. 16122, Traffic’: Bureau-Chamber of Commerce 
(Lynchburg, Va.) vs. Southern et al., mimeographed, has found 
that a carload of lumber shipped from Johnston, S. C., to Eliza- 
beth, N. J., and reconsigned to the siding of the National Biscuit 
Company at Elizabeth, was not misrouted, that the rate assessed 
was not unreasonable, but that assessment of a reconsignment 
charge of $7 in addition to the local rates was unreasonable. 
It said reparation in that amount was due complainant’s mem- 
ber, Williams & McKeithan Lumber Company, and defendants 
were ordered to pay reparation on or before November 15, with 
interest from June 30, 1922. 

The carload of lumber was shipped June 10, 1922, from Johns- 
ton to Elizabeth consigned to the J. D. Loizeaux Lumber Com- 
pany, and the delivery specified was “National Biscuit Company 
siding.” The siding is on the rails of the Central of New Jer- 
sey. The applicable rate of 43.5 cents from Johnston to Eliza- 
beth, plus a rate of 12.5 cents for transporting the car from the 
tracks of the Pennsylvania at Elizabeth to the biscuit company 
siding, plus a reconsignment charge of $7 a car, were assessed. 
Complainant contended that the car was misrouted because 
defendants failed to deliver it at the biscuit company siding at 
the rate of 43.5 cents applicable from Johnston to Elizabeth, 
and that the charges of 12.5 cents, plus $7 for reconsignment, 
were unreasonable. 

The Commission said that, under proper routing instruc- 
tions, the rate of 43.5 cents would have been applicable to the 
siding, but that the “mere designation of the siding of the 
National Biscuit Company at Elizabeth, without specifying the 
name of the carrier on whose rails the siding was located, was 
not sufficient to insure delivery of the car at the rate of 43.5 
cents. Ohio Iron & Metal Co. vs. C. M. & St. P. Ry., 28 I. C. C. 
703; Hooven, Owens & Rentschler Co. vs. C. & H. D. Ry, 31 
LC. C, See.” 

Defendants contended that the movement from Elizabeth to 
the biscuit company siding was a road-haul movement over two 
lines. In his dissent, Commissioner Hall said: 


The bill of lading under which the Pennsylvania received the 
shipment from the Southern specified Elizabeth, N. J., as destination 
and “Ntl Biscuit Cos Siding’’ as route. Placement of the car by 
the Pennsylvania in its freight station yard at Elizabeth and notice 
to the consignee of its arrival were in disregard of the billing and 
did not constitute delivery or tender of delivery. The designated 
siding, which is on the rails of the Central Railroad of New Jersey, 
at Elizabeth, was the only place at which such delivery or tender could 
be made under the billing, and until placed there the transportation 
service covered by the line-haul rate of 43.5c, in which the Pennsyl- 
vania as well as the Jersey Central participated, remained incomplete. 
It follows that the shipment was misrouted by the Pennsylvania and 
that the excess collected by it from the consignee should be refunded 
by it to the consignee. The allegations of unreasonableness have 
not been sustained and the complaint should be dismissed. 


CANADIAN ROUTE EXCLUDED 


The Commission, by division 3, in I. and S. No. 2700, Elimi- 
nation of Grand Trunk Railway System, from Duluth, Minn. 
to New York, New Haven & Hartford destinations via lake 
and rail routes, mimeographed, found it not in violation of 
the interstate commerce act for the respondents to restrict 
rates, on class traffic and various commodities, from Duluth 
and several Michigan points to destinations on the New Haven, 
So as not to apply in connection with the Grand Trunk by way 
of the Niagara frontier. It therefore vacated the supension 
order and discontinued the case. (See Traffic World, October 2). 

Elimination of the Grand Trunk was suggested by that car- 
rier because the United States trunk lines, standing on the 
Commission’s. language in the New England Divisions case, 
62 I. C. C. 513 and 66 I. C. C. 196, refused to give any increase 
in divisions to the New England lines on freight hauled, in part, 
through Canada. The Commission expected such traffic be- 
cause it has no jurisdiction over transportation through Can- 
ada, except to a limited extent in awarding reparation where 
there is joint and several liability on parties to joint rates. 

Duluth protested against the elimination. The route from 
Duluth is via the Minnesota-Atlantic boat line to Port Huron, 
Mich., the Grand Trunk from that point to the Niagara frontier, 
and thence via various trunk lines to connections with New 
Haven. Dairy products constitute the chief tonnage, although 
some flour is handled. 

_ Because the New Haven received the 15 per cent increase 
in divisions in the divisions case mentioned from routes not 
passing through Canada, the report says it demanded a like in- 
crease from the Grand Trunk, although the intermediate United 
States trunk lines refused to stand any part of the shrinkage 
in revenue that would result. The Grand Trunk stands the 
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whole shrinkage when the traffic moves over its main line te 
Quebec, or Swanton, Vt., and thence over the Central Vermont, 
a subsidiary of the Grand Trunk, to its connection with the 
New Haven at Willmantic, Conn. 

Exclusion of the route using United States trunk lines as 
intermediate carriers was proposed by the boat line at the di- 
rection of the Grand Trunk, the boat line being the publishing 
carrier. It said it did not desire the closing of the route but 
published the suspended schedules at the request of the Grand 
Trunk. 

Ordinarily a dispute as to divisions is not recognized by 
the Commission as a reason for eliminating a route or can- 
celling’a rate because the law provides a method for disposing 
of such disputes. In disposing of the case it pointed out why 
that principle was not controlling here. It said: 

We have frequently pointed out that the interstate com- 
merce act provides a method for adjusting disputes between car- 
riers over divisions and that controversies of that character 
afford no justification for increased rates and will not be per- 
mitted to work injury to the shipper. But in the New England 
Divisions case we observed that our jurisdiction with respect to 
the divisions accruing to the New England carriers out of point 
rates with their Canadian connections obtains only in so far as 
the transportation takes place in the United States. Thus, al- 
though the joint rates are now in effect over the route sought 
to be eliminated and the use of that route is of material im- 
portance to the shippers, the principle referred to as ordirnarily 
controlling a situation of this kind has no application here. 
We have no authority either to require the establishment of 
joint rates over this route or to prevent their concellation. 


IRON AND STEEL TO SHREVEPORT 


A proposal of the Louisiana & Arkansas and the Vicksburg, 
Shreveport & Pacific to increase the proportional rates on struc- 
tural iron and steel articles, carloads, from Natchez and Vicks- 
burg, Miss., to Shreveport, La., from 13.5 to 27.5 cents has been 
found justified by the Commission in a mimeographed report 
by division 3 in I. and S. No. 2664, Iron and Steel from Natchez 
and Vicksburg, Miss., to Shreveport, La. The order of suspen- 
sion has been set aside as of October 11 and the proceeding 
has been discontinued. The Chamber of Commerce of Sh-eve- 
port protested against the increase. : 

“The principal reason advanced by protestant against the 
proposed increase in the rate is that the municipality of Shreve- 
port will shortly let a contract for the construction of a new 
million-dollar courthouse, and they desire no change in the rates 
until that contract is awarded,” the Commission said. “A con- 
tract of this nature can not control the establishment of reason- 
able rates.” 


Respondents showed, the report said, that, prior to the Com- 
mission’s decision in the Memphis-Southwestern case, they 
maintained between the points a proportional rate of 27.5 cents. 
Subsequent to that decision the L. & A. sought to cancel the 
proportional rates on structural iron and steel articles between 
Natchez and Shreveport, believing that by such action the 9702 
scale would become applicable, but the schedules purporting 
to carry this intention into effect were suspended. The Com- 
mission remarked that proportional rates were not considered 
or prescribed in the Memphis-Southwestern case. The L. & A., 
according to the report, upon discovery of its misinterpretation 
of the findings in that case, sought to restore the proportional 
rates proposed to be canceled by those suspended schedules, 
but, through error, the new issue showed the westbound rate 
from Natchez to Shreveport as 13.5 cents, although the east- 
bound rate in the same item, but in a different column, was 
shown as 27.5 cents. Respondents stated that this was a 
printer’s error and was not discovered until protestant requested 
them to publish a proportional rate of 13.5 cents on billets and 
merchant iron, the same as applied on structural iron and steel 
articles. This request was denied and the schedules suspended 
in the instant case were published, seeking restoration of the 
27.5-cent proportional rate westbound. The Commission said 
that the 13.5-cent rate was considerably lower than the general 
level of rates prescribed in the 9702 scale, and that the pro- 
posed rates were likewise lower than that scale. Respondents 
said no shipments had moved under the 13.5-cent rate. The 
V. S. & P. published the 13.5-cent rate in accordance with its 
policy to maintain the same basis of rates from Vicksburg to 
Shreveport as the L. & A. maintained from Natchez to Shreve- 
port, the report said. 


RATES ON FERTILIZER 


Proposed rates on import and inbound coastwise shipments 
of fertilizers from Texas gulf ports to Shreveport, La., and 
points in the Shreveport group, have been found not justified 
by the Commission in a mimeographed report by division 3 in 
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I. and S. No. 2691, Fertilizer from Texas ports to Shreveport, Lanes, and north thereof, to Kalamazoo, Jackson, Battle Creek and 


- La. The suspended schedules were ordered canceled and the 
proceeding was discontinued. 

The respondents proposed to establish specific rates. The 
Shreveport Chamber of Commerce protested. The present rates 
range from 17.5 to 21 cents. The respondents proposed to 
-establish a rate of 22.5 cents from Texas ports to Shreveport, 
the same rate as applied from New Orleans. Respondents 
asserted that their principal object was to put all Texas and 
Louisiana gulf ports on a parity with respect to rates on im- 
port and inbound coastwise fertilizer traffic moving through 
such ports to Shreveport. The present rates from the Texas 
gulf ports include the terminal charges at the ports only when 
absorption is provided in other tariffs. The proposed rates in- 
cluded terminal charges. The respondents said they were 
willing to carry out what they believed to be the Commission’s 
desires as expressed in Galveston Commercial Association vs. 
G. H. & S. A., 100 I. C. C. 110, with respect to equalizing the 
rates to or from Texas and Louisiana ports. The Commission 
said that that case had been reopened for further hearing. In 
its conclusions the Commission said: 


Protestants’ position is that pending a final decision in Galveston 
Commercial Assn, vs. G. H. & S. A. Ry. Co., supra, the carriers 
should not at this time increase the rate on fertilizer. It is their 
position that the present rate, especially from Houston, should remain 
= effect until a decision is reached in the above-mentioned proceed- 
ng. 

The burden of justifying the proposed increased rates rests upon 
respondents. This they have not borne. The only justification offered 
is that tl.ey are attempting to carry out what they consider to be 
our view as expressed in a proceeding now pending before us. The 
finding hereinafter made is without prejudice to any conclusions which 
may be reached in the above proceeding on further hearing. 


NORTHBOUND POTATO REVISION 


Adjustment of rates on potatoes, from North and South 
Carolina producing points on the Atlantic Coast Line, to Kala- 
mazoo, Jackson, Battle Creek and Sturgis, Mich., and other 
points in central territory, based on a mileage scale, has been 
ordered to be made, not later than December 10. It is the 


outcome of two proceedings, one on the formal and the other 
on the suspension docket. 


The Commission, by division 3, in No. 17128, Taylor Produce 
Co. et al. vs. Atlantic Coast Line et al., and I. and S. No. 2521, 
Potatoes from Southeastern and Carolina Territories to North- 
ern and Western Points, and parts of fourth section application 
No. 703, filed -by the Atlantic Coast Line (mimeographed), has 
found rates on potatoes, from points in the Carolinas to the 
Michigan points Itereinbefore mentioned unreasonable and un- 
duly prejudicial, as to the part covered by the formal docket 
complaint. As to the revision of rates proposed by the car- 
riers, it found the proposed increased and reduced rates, from 
points in the Carolinas to destinations in central territory not 
justified, but without prejudice to the filing of rates in conso- 
nance with the mileage scale set forth by it. 


While the formal complaint was being considered the car- 
riers proposed the establishment of a line of rates of wider 
extent than those in existence at the time the complaint was 
filed. They took the rate of 55.5 cents from Meggetts, S. C., 
in the Charleston group, to Cincinnati as the foundation for 
their structure. The Commission said that the establishment 
of rates in accordance with its scale would make fourth section 
relief unnecessary. Therefore, in fourth section order No. 9383, 


it denied relief, as of February 5, 1927. In disposing of the two 
cases, the Commission said: 


The rate of 55.5 cents in effect from the Charleston group, ap- 
plicable from Meggetts to Cincinnati, 730 miles, which has been 
used as a basis for the general revision proposed, is higher than 
any of the rates under consideration in effect to Cincinnati from 
other points on the Atlantic Coast Line in South Carolina and North 
Carolina. The highest rates from these other points is 51 cents ap- 
plicable from the Lanes group, immediately north of the Charleston 
group. From all other groups in South Carolina the rates in effect 
to Cincinnati are either 44 or 48 cents, and from the groups in North 
Carolina, except river landings, are 44, 42, 40 and 38 cents. The 
hauls from these points do not warrant a level of rates lower than 
from points in Virginia, but it is not evident that an increase is 
warranted in the rates to Cincinnati to a level 4.5 cents higher than 
the highest rate now in effect from the points from which rates are 
proposed. A rate of 46 cents for hauls 700 to 750 miles would seem 
reasonable compared with these and other rates referred to herein. 

In the proposal to maintain the same rate from all of the points 
of origin to Cincinnati and other Ohio River crossings, and maintain 
rates substantially higher from the southern than from the northern 
points of origin, to points north of those crossings, due consideration 
is not given to the differences in the distance, as is illustrated by a 
comparison of the rates proposed to Cincinnati with those proposed 
to Hamilton, Ohio. 25 miles north thereof. From Washington, to 
both Cincinnati and Hamilton the proposed rate is 55.5 cents; from 
Lanes, to Cincinnati the proposed rate is 55.5 cents, and to Hamilton, 
68.5 cents, or 13 cents higher. Rates based on a distance scale would 
not only. eliminate such rate discrepancies but would also avoid 
fourth section departures. In Southern Class Rate Investigation, 100 
I. C. C. 5138, at page 664, we said: 

That through class rates lower than the combination of local 
rates to and from the boundary line should be established between 
official and southern territories, and that there is no sufficient reason 
why such through class rates should be relatively higher than the 
— class rates herein found reasonable within southern terri- 
ory. 

We find that the rates on potatoes, in carloads, from all points 
on the Atlantic Coast Line in North Carolina and South Carolina, 


Sturgis, are, and for the future will be unduly prejudicial to those 
points to the extent that they exceed or may exceed the correspond- 
ing rates contemporaneously in effect to Grand Rapids, and that they 
are, and for the future will be, unreasonable to the extent that they 
exceed or may exceed rates under the scale set forth below, computed 
in the manner hereinafter designated: 

Distances Rates ~ 


Distances Rates 

(Miles) (Cents) (Miles) (Cents) 
TOO GHG: GVGP TOD... 0:00:000 6-600 ve0 Ke 1000 and over 050 ...6ccsciccrecs 58 
ek el ee 50 WSU ‘AG OVGP DOGG. ci dicscdness 60 
GEO ANG OVET BOO... c vccccccscces 52 4300 and Over 1050........cccccccce 62 
SOP OE QUOT BOG so 6cctccivcsecves 54 1250 GRE OVEP TIGO.k «6 oc ccccdave 64 
See eee 56 EI00 GRO GVEP TIGOw 2.6 ccc enced - 66 
E200 SUG OVE THO0. v6. <c.scrdcmnne 68 


Our findings herein are designed to bring about rate equalities 
as well as a proper level of rates generally. The adjustment pre- 
scribed will result in both increases and reductions in rates which 
have been in effect for a long period. The evidence on which they 
are based is necessarily of a somewhat general character, and a find- 
ing that the rates on past shipments to the points to which reduced 
rates are prescribed, were unreasonable, is not warranted. Repara- 
tion is therefore denied. An order for the future will be entered. 

We further find that the proposed rates have not been justified, 
and an order will be entered requiring the cancellation of the sus- 
pended schedules without prejudice to the establishment of rates in 
harmony with our findings herein. In publishing such rates appropri- 
ate provision should be made for the application of the rates to inter- 
mediate points. The grouping of points of origin similar to the pres- 
ent grouping will be permitted and in computing the rates the use 
of the average distance over the shortest routes used for the trans- 
portation of through traffic from the nearest and most distant point 


in each group, will be considered a substantial compliance with the 
findings herein. 


COAL TO INDIANA 


The Commission, by division 3, in a report written by Com- 
missioner Taylor, has dismissed No. 16138, Indiana State Cham- 
ber of Commerce vs. Ann Arbor et al., mimeographed, finding 
rates on soft coal from Ohio and the inner crescent points to 
destinations in Indiana not unreasonable or unduly prejudicial. 
Thereby it refused to disturb the adjustment of rates it made in 
Bituminous Coal to C. F. A. Territory, 46 I. C. C. 66, Ohio-Mich- 
igan Coal Cases, 80 I. C. C. 662, Indiana State Chamber of Com- 
merce vs. Baltimore & Ohio, 83 I. C. C. 591, and other cases, the 
latter less directly affecting the situation in Indiana. The present 
case, the report says, differs from the earlier state chamber of 
commerce case in that it puts in issue the rates from Ohio and 
the inner crescent to all points in Indiana, whereas the former 
case only the points in Indiana in the so-called affected terri- 
tory, that being a term originated in 46 I. C. C. 66, being put in 
issue. 

Complainant contended, said the report, that the rates were 
unreasonable and unduly prejudicial compared with rates on 
like traffic from the same points of origin to destinations in 
western Ohio, the southern peninsula of Michigan and in Illinois; 
and that the improper grouping of Indiana destinations resulted 
in undue prejudice to certain localities and undue preference of 
others. It insisted that as the transportaton took place in cen- 
tral territory, where railroads were plentiful, traffic was dense, 
transportation conditions were good and homogeneous in char- 
acter and where distance scales were widely used, distance 
should be the controlling factor; and that, in considering rates 
to the various destination groups in the cited cases, undue con- 
sideration was given to average distances over all tariff routes 
shown by the carriers. Saying the movement from Ohio was 
negligible, the complainant used traffic from the inner crescent 
mines, in a table to show that reasonably direct routes were but 
little longer than the short line routes and that the car-mile 
earnings over the short line routes ranged from a minimum of 
30.10 cents to 40.34 cents per car-mile, the lowest being to the 
Grand Rapids group and the highest to the Union City group. 
It further showed that over the reasonably direct routes the car- 
mile earnings would range from 29.21 cents to the Grand Rapids 
group to 39.17 to the Union City group. 

The complainant directed attention to the fact that the 
three groups in Indiana were north and south in their longer 
dimension on the assumption that the bulk of the movement was 
through Toledo, O., whereas, it said, the movement through that 
point was no greater than through Columbus or Cincinnati. 

A revised grouping was suggested to cure the defects al- 
leged. The Elkhart group was joined with the South Bend, the 
Union City with the Indianapolis and a Marion group was 
carved out of the Jackson-Fort Wayne group. Such a re-al- 
rangement of the groups, the complainant contended, would 
give due consideration to the competition between Indiana manl- 
ufacturers and between Indiana manufacturers on the one hand 
and Ohio and Michigan manufacturers on the other. It sug- 
gested rates from 13.5 to 40 cents lower than those in existence 
and bringing the rate to Chicago down from $3.09 to $2.765. 

Indiana and Illinois coal operators intervened with a view 
to keeping the rates involved in the present relationship with 
rates in effect from their mines, their contention being that any 
reduction in the rates from the Ohio and/or inner crescent 
would have a deleterious effect upon their already distressed 
industry. In disposing of the case, the Commission said: 


During recent years the tonnage of coal moving from the cres- 
cents to Indiana has been steadily increasing, while the tonnage moving 
from the Indiana and Illinois mines to the same destinations has 
been steadily decreasing. For example, the Illinois, Indiana and 
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crescent mines shipped to Indiana destinations 2,826,440, 7,498,939, and 
4,905,830 tons, respectively, in 1923; and 1,405,143, 6,379,317, and 5,811,504 
tons, respectively, in 1924. Witnesses for the Illinois and Indiana 
producers and the communities and carriers serving them testified 
that many of their mines are closed or operating at less than 
capacity and that the carriers are operating on a narrow margin 
or at a deficit. They urge that the effect of a reduction in rates from 
the inner crescent to Indiana will be to reduce the tonnage moving 
from the Indiana and Illinois fields or to compel a reduction in 
rates from the latter, either of which would be disastrous to the 
carriers, the mines and the communities dependent on them. They 
further urge that under the policy of Congress laid down in the 
transportation act and in the so-called Hoch-Smith resolution, we 
should consider such contingencies in determining the propriety of 
the present and proposed rates from the inner crescent. The record 
shows that the crescent coals are more desirable for certain pur- 
poses than those mined in Indiana and Illinois and that the former 
are produced at a less cost. In a time of depression such as has 
prevailed in the entire coal industry in the past few years, it is 
self-evident that mines producing a less desirable product at a 
higher cost will first feel the effect of the depression and be forced 
to close down or restrict their operations. Complainant contends 
that such considerations should be disregarded in determining the 
propriety of rates from the inner crescent mines to Indiana. 

We have heretofore stated that groups long maintained are 
presumably fair and are not to be disrupted unless substantial 
justice clearly requires it. Although complainant insists that group- 
ing of destinations has been based on considerations affecting coal 
producers and carriers without due regard to the interests of the 
consumer, examination of the reports in cases cited above will show 
that the latter have not been lost sight of. In our opinion the record 
does not warrant a disturbance of the present adjustment of rates on 
coal from and to the points herein considered. 

We find that the rates assailed are not unreasonable or unduly 
prejudicial. 


GRAIN RATES DISAPPROVED 


In a mimeographed report by division 3 in I. and S. No. 2685, 
grain and grain products between Kansas, Missouri and Texas 
points, the Commission has found not justified proposed in- 
creased rates on grain and grain products between points on 
the Spearman branch of the Panhandle & Santa Fe and points 
in Kansas and Missouri on lines other than the Santa Fe, has 
ordered canceled the suspended schedules and has discontinued 
the proceeding. The respondents proposed to cancel joint rates 
and to apply in lieu thereof combination rates. The schedules 
were protested by the Red Star Milling Company, of Wichita, 
Kans., and the Light Grain & Milling Company, of Liberal, 
Kans. The Spearman branch extends westward from Shattuck, 
Okla., to Spearman, Tex., a distance of 84 miles. Respondents 
pointed out that rates on grain and grain products from points 
in Kansas and Missouri to points in Texas were involved in No. 
17992, Southern Kansas Millers’ Traffic Club vs. A. & S., and 
urged that, if the Commission could not consistently allow the 
proposed schedules to become effective, its findings be deferred 
until that case was decided. The case referred to has not yet 
been heard, according to the report. The Commission said the 
interstate commerce act fixed the period in which it might sus- 
pend the operation of proposed schedules and required that pro- 
ceedings of that character be expeditiously handled. It made its 
finding in the instant case, however, without prejudice to any 
conclusions that might be reached in No. 17992. 


CANCELLATION UNJUSTIFIED 


The Commission, by division 3, in I. and S. No. 2689, Transit 
Privilege on Grain and Grain Products, at Kansas City, Mo.-Kan. 
(mimeographed), found the proposed cancellation of reference 
in the St. Louis-San Francisco’s Kansas City transit tariff to 
the Union Pacifie’s joint tariff publishing rates on grain and 
grain products, from Kansas points to Pittsburg, Kan., Joplin 
and Springfield, Mo., and Fort Smith, Ark., and intermediate 
points on the St. Louis-San Francisco not justified. It ordered 
pve ice schedules canceled and discontinued the pro- 
ceeding. 

The proposal was the outgrowth of a difference of opinion 
between the St. Louis-San Franscisco and the Union Pacific 
as to the meaning of an item in the Frisco’s transit tariff. The 
effect of the cancellation would be an increase in rates. The 
Frisco contended that the item would apply on the joint rates 
only, while the Union Pacific contended that the item would 
apply on the through rate whether joint or a combination, the 
higher, whether on wheat or flour, being applicable. 

The Commission said that the words “through rate,” as 
used in the tariff, were not qualified and the rate affected might 
be either a joint rate or a combination. It said that no justifi- 
cation had been offered for any of the increased rates that would 
result from the cancellation, other than that the Frisco would 
receive little or no revenue for its hauls beyond Kansas City 
under its erroneous interpretation of its Kansas City transit 
tariff. The Commission said that its local wheat rates beyond 
Kansas City lawfully applicable on wheat milled into flour at 
Kansas City when subject to its transit tariff greatly exceeded its 
divisions of the joint flour rates. 


LIME TO BALTIMORE 


In No. 17374, Washington Building Lime Company vs. Penn- 
Sylvania et al., mimeographed, the Commission, by division 4, 
found rates on lime, from Woodville, O., to stations on the West- 
erm Maryland, in Baltimore, east of Walbrook, unreasonable and 
unduly prejudicial. It found a rate of 25.5 cents plus switching 
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charges or reconsigning charges unreasonable and unduly pre- 
judicial to the extent they exceeded, exceed or may exceed the 
rates and charges to other destinations in Baltimore. Fifty 
cents per ton for Western Maryland delivery were added to the 
charges accruing under the 25.5 cent rate to other destinations 
in Baltimore. A similar situation was dealt with in Woodville 
Lime Products Company vs. ‘Pennsylvania, decided July 19, 1926. 
In that case the Commission gave the carriers 60 days in which 
to publish the 25.5 cent rate to Fulton station in Baltimore. No 
order was issued in this case but the Commission told the car- 
riers it expected them to establish the 25.5 cent rate to points 
east of Walbrook over the route over which it was established 
to Fulton station. 


SAND AND GRAVEL RATE 


A finding of unreasonableness, an award of reparation and 
an order for the future have been made in No. 17112, Good Con- 
struction Company et al. vs. Norfolk & Western, mimeographed, 
as to a rate of $1.51 imposed on 94 shipments of sand and gravel 
within the statutory period from Portsmouth, O., to Williamson, 
W. Va. The Commission, by division 4, has found the rate un- 
reasonable to the extent it exceeded, exceeds or may exceed 
$1.39 per net ton. The new rate is to be established not later 
than November 30. 

Commissioner Woodlock dissented but did not set forth rea- 
sons for his failure to go with his colleagues. 


CRUSHED SLATE CASE 


The Commission, by division 4, in No. 16605, Staso Milling 
Co. vs. Maryland & Pennsylvania et al. (mimeographed), has 
found a rate of $8.24 per net ton, on crushed slate, from White- 
ford, Md., and Slate Hill, Pa., to New Orleans and Mobile not 
unreasonable but unduly prejudicial to the extent it exceeded, 
exceeds or may exceed $1.50 per ton more than the contem- 
poraneous rate from Esmont, Va. The report covers two sub- 
numbers, Blue Mountain Stone Co. vs. Maryland & Pennsylvania 
et al., and Continental Roofing & Manufacturing Co. vs. Mary- 
land & Pennsylvania et al. The complainants in the title and 
the first mentioned sub-number are producers of crushed slate 
and the second sub-number complainant is a manufacturer of 
prepared roofing, crushed slate being used as the coating for 
some prepared roofing. 

They complained about the adjustment of rates from the 
Maryland and Pennsylvania producing points in comparison with 
the rate from Esmont, Va., the latter being $4.77, or 39 per cent 
of the class rate applicable on the commodity. The same per- 
centage of the class rate from the complaining points, the report 
said, would produce a rate of $5.77. A new rate observing that 
difference is to be made effective not later than December 10. 
The Commission said no damage by reason of the undue preju- 
dice had been shown. 


TINSEL IS NOT WIRE 


The Commission, by division 4, has dismissed No. 17266, 
National Tinsel Manufacturing Co. vs. Chicago & North West- 
ern et al. (mimeographed), upon a finding that the rate on’ 
“tinsel,” imposed on the shipments of the complainant, less- 
than-carloads, on an any-quantity first class rate from New 
York and other port points, to Manitowoc, Wis., was applicable 
for the transportation of threads or strands of metal used in 
the manufacture of tinsel articles and was reasonable. 

It was the contention of the complainant that the first class 
rate was inapplicable and that the second class rate provided 
for wire, N. O. I. B. N., in Official Classification was applicable 
and should have been collected. Alternatively, it was contended, 
that if applicable, it was unreasonable to the extent it exceeded 
or exceeds second class. 

Because there was no English word to describe the raw 
material used in the making of tinsel articles the report used 
the German word, lahn, by which it is known, to describe it. 
The report said that it was like wire in that it was manufactured 
by extruding metal through dies. There, however, the similarity 
to wire ended, because no thought was given to the tensile 
strength of lahn, whereas tensile strength or conductivity or 
both, were sought in the making of wire, while appearance 
alone was the desideratum in the making of lahn. The Ameri- 
can dictionary consulted by the Commission found that it de- 
fined tinsel as applicable to the manufactured ornament and 
the raw material used in its making. The railroads stood on 
that definition in defending the rating. The report said that 
the value of the forms of lahn imported by the complainant, 
from France or Germany, ranged from 26 to 96 cents per pound 
in value, with an average of 61 cents. For an article of that 
nature, it said, it did not regard first class as an unreasonable 
rating for less than carloads. 


TARIFF LANGUAGE CASE 


The Commission, by division 4, in No. 17375, Amber Fur- 
niture Company et al. vs. Chicago & North Western et al., 
mimeographed, found the rates charged on less-than-carload 
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shipments of furniture, from points in Wisconsin to Chicago, 
inapplicable, directed refunds and dismissed the complaint. 

Shipments moved over the North Western and the Soo Line. 
The tariff provisions used the terms “carloads” and. “any quan- 
tity” in such a way that there seemed no way to determine what 
was intended. The report does not show upon just what basis 
the charges were collected. The Commission said that if the 
North Western collected charges on higher commodity rates, 
based on the less-than-carload rating, overcharges had resulted. 

Chicago dealers, complainants in the case, alleged the rates 
on two carload and many less-than-carload shipments of fur- 
niture forwarded between June 7, 1922, and July 5, 1924, from 
various points in Wisconsin to Chicago were inapplicable. The 
complainants, in the discussion of the matter, admitted that no 
overcharges existed in respect of the carloads, nor on less-than- 
carload shipments over the North Western prior to August 25, 
1923. 

North Western tariff provisions were used for purposes of 
illustration, the Commission asserting that the disputed pro- 
visions in the Soo Line tariffs were substantially similar. It 
reproduced the provisions of the North Western tariff effective 
August 25, 1923, to April 26, 1924, together with rates from 
Sheboygan, as representative of the points of origin to Chicago. 
There were five items, covering furniture rated double first 
class, one and a half times first class, first class, second and 
third class, the items pertaining to first, second and third class 
also covering refrigerators. The caption and the first item, 
sufficient to illustrate the points which finally became control- 
ling, are as follows: 


Commodities (carloads, except as otherwise specified), item No. 
92—Furniture, classified double lst class in Western Classification 
ae heading of furniture, any quantity; rate (per 100 pounds—cents), 


April 26, 1924, reference to any-quantity shipments was 
stricken from the tariff. Finally, on December 1, 1924, there 
was a further revision definitely showing restriction of the 
commodity rates to carloads. On that day the publication 
showed that the commodity rates on less than carloads had been 
canceled and that the rates shown were confined to carloads, 
while less than carloads were to take the class rates. The issue, 
as presented by the contentions of the parties summarized by 
the Commission, and its disposition thereof, follow: 


Complainant’s view of the tariff situation is that although the 
rates were restricted to ‘‘carloads, except as otherwise specified,’’ 
the words “any quantity,’ wherever they appeared in the items, 
constituted an exception and made the rates applicable to either car- 
load or less-than-carload shipments. With this premise, complainant 
further points out that while the tariff purported to separate different 
kinds of furniture into groups according to the classification ratings 
applicable thereto, with each group subject to a different commodity 
rate, practically all furniture is provided with a less-than-carload 
and a carload rating in the classification and the tariff did not in- 
dicate until December 1, 1924, whether the less-than-carload or the 
carload rating was to be used in determining to which commodity 
rate group any particular article belonged. Set up wooden tables, for 
example, are rated double first class in less-than-carloads and third 
class in carloads. From Sheboygan to Chicago the any-quantity com- 
modity rates were 9114 cents on furniture classified double first class, 

_ and 32% cents on furniture classified third class. Tables thus being 
embraced in the descriptive terms of both commodity items, com- 
plainant urges that under the usual rules governing conflicting rates 
in the same tariff, the lower of the two, or 32% cents, was applicable. 

Defendants do not clearly set forth their interpretation of the 
tariffs nor how they applied the rates thereunder. Apparently they 
are of the view that to determine what rate was applicable it was 
necessary to know whether or not the shipment filled the car. If it 
did, the classification carload rating was to be used in identifying 
the shipment with the commodity-rate items; if it did not, the class- 
ification less-than-carload rating was to be so used. Reverting to 
the example of tables and following the carriers’ line of reasoning, 
if a shipment was less than a carload, the rate from Sheboygan to 
Chicago was 91% cents, that being the commodity rate on furniture 
classified double first class, and double first class being the classi- 
fication of tables in less-than-carloads. However, if the car was filled 
with tables the rate would be 32% cents, since tables in carloads are 
classified third class and the commodity rate on furniture so classified 
is 32% cents. The difficulty with this interpretation is that it would 
give no effect whatever to the statement in the tariff that both 
the 92\%-cent rate and the 32%-cent rate were to apply on ‘any 
quantity”—that is, on shipments which filled the car as well as 
those which did not. 

In our opinion complainant’s interpretation of the tariffs is cor- 
rect, but only during a portion of the period covered by the com- 
plaint. As long as the tariff items were specifically made applicable 
to shipment in any quantity, or until April 26, 1924, the carload classi- 
fication rating could and should properly be used in determining the 
commodity rates applicable to less-than-carload shipments. If de- 
fendant North Western has collected higher commodity rates, based 
on the use of the less-than-carload rating, overcharges have resulted. 
With the omission of the words “any quantity’? from the items on 
April 26, 1924, the application of the rates was again controlled by 


the cee of the tariff and was thereafter limited to carload ship- 
ments. 


TEXAS LINE CONSTRUCTION 


Views of the Commission as to construction and operation 
of industrially-controlled short lines of railroad, to act as feed- 
ers of trunk lines, by independent organizations, were set forth 
in a report by division 4 in Finance Docket No. 5618, construc- 
tion of line by Rio Grande, Micolithic & Northern Railway. The 
carrier was authorized to construct and operate approximately 
6 miles of line extending from a connection with the G. H. & 
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S. A., a part of the Southern Pacific system, in the extreme 
eastern portion of Hudspeth county, at a point to be known as 
Micolithic Junction. The southern terminus of the line will be 


known as Micolithic. The principal purpose of the line is to 
reach and serve large deposits of pegmatite and micaceous 
schists owned by the Micolithic Company of Texas. The line 
will be controlled by the Micolithic Company of Nevada. Con- 
tinuing, the report said: 


The Southern Pacific, in answer to our questionnaire, has ex- 
pressed the opinion that the traffic of the new line will be sufficient 
to justify the proposed construction and it is favorable to the ap- 
plication. It has contracted with the applicant to provide necessary 
storage and connecting tracks at Micolithic Junction. Although the 
present application covers only construction of a line to connect with 
the Southern Pacific, the applicant states that it expects later to 
seek permission for the construction of an extension north of Mico- 
lithic Junction about 9 or 10 miles to Van Horn, Tex., where it will 
connect with the line of the Texas & Pacific Railway Company. 
Such a connection will permit its traffic to move eastward over the 
Texas & Pacific to Fort Worth and Dallas-and points reached through 
those gateways without the necessity of an out-of-line movement of 
about 55 miles by way of Sierra Blanca. 

The governor and the Railroad Commission of the state of Texas 
and the county officials of Hudspeth and Culberson counties have filed 
their recommendations that the application be granted. No objection 
to the proposal has been brought to our attention. . 

Under ordinary circumstances we do not favor the construction 
and operation of industrially-controlled short lines of railroad, to 


act as feeders of trunk lines, by independent organizations. Op- 
eration of Lines by C. R. & E. Ry. Co., 94 I. C. C. 389, 397. Cir- 
cumstances may justify a departure from this principle. Where the 


nature of the expected traffic and the circumstances surrounding the 
operation of a proposed new line are so unusual as to give the enter- 
prise a somewhat experimental aspect, and the portion of the public 
more immediately interested is ready and willing to assume the 
burden of investment, there is less ground for a requirement that 
transportation facilities be furnished by existing carriers. However, 
should the proposed line in this instance prove to be wholly justified, 
there would be no reason for the permanent continuance of uneco- 
nomical transportation methods and the resulting unnecessary burden 
to the public. We find that the present and future public convenience 
and necessity require the construction and operation in interstate 
commerce of the line of railroad by the applicant, as proposed in its 
application, but our certificate will be conditioned upon the tender 
by the applicant to the Southern Pacific of an option, to be held open 
until our further order, to acquire control of the application or of its 
properties upon fair and reasonable terms subject to our approval. 
The circumstances of this case also raise questions regarding the 
application of the so-called commodities clause of the act. See our 
discussion of this subject in Construction of Line by Jefferson South- 
western, 86 I. C. C. 796, 800-803. 

We are of the opinion and find that the application for permis- 
sion to retain excess earnings under the provisions of paragraph (18) 
of section 15a of the act should be denied. 


UNION PACIFIC CONSTRUCTION 


In its formal report on finance No. 5775, Construction of 
branch line by Union Pacific, mimeographed, the Commission, 
by division 4, said the primary purpose of the proposed line, 
from Ripple, Colo., eastward for about 2.5 miles, was to aid the 
development of an oil field east of Ripple. Memorandum an- 
nouncement of approval of the application was made in The 
Traffic World of Oct. 2. The Union Oil Company of California, 
the report said, intended to establish headquarters at the eastern 
end of the line for materials and supplies to be used in the fur- 
ther development of the field. That development, it said, would 
take four or five years. An absorption plant for the recovery of 
gasoline from the gas caught in the casingheads of the wells in 
that field is to be established by the company. The line is 
needed for handling the gasoline and the thought is that later 
it will develop some traffic in the products of agriculture and 
live stock. 

The cost is estimated at $108,361. The revenue in the first 
year is estimated at $225,394, increasing to $454,256 in the 
fourth and succeeding years. The cost will be paid out of current 
funds but later the cost may be included in applications for per- 
mission to capitalize it and other expenditures. 


TIME ZONE INVESTIGATION 


The Commission has reopened for further hearing No. 10122, 
Standard Time Zone Investigation, upon the question of whether 
the orders of the Commission dated July 23, 1924, March 13, 1924, 
and October 24, 1918, defining the boundary line between the 
United States standard eastern time zone and the United States 
standard central time zone should be so modified as to include 
the cities of Middletown and Cincinnati, O., and any other por- 
tions of the states of Ohio and Kentucky in the United States 
standard eastern time zone. The proceeding has been assigned 
for hearing at Gibson Hotel, Cincinnati, O., on October 20, at 
10 o’clock a. m., standard time, before Commissioner Clyde B. 
Aitchison and Attorney-Examiner John T. Money. 





CHANGES IN DOCKET 


Hearing in I. and S. No. 2751, Cement from Fordwick, Va. 
to Elkin to Allegheny Railroad Stations in North Carolina, as- 
signed for October 5, at Washington, D. C., before Examiner 
Berry, was canceled. 

Hearing in No. 18426, Federated Metals Corporation VS. 
Ill. Cent. R. R. et al., asigned for October 6, at New York, N. Y., 
before Examiner Parker, was postponed to a date to be here- 
after fixed. 
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Proposed Reports in I. C. C. Cases 


” 


COMMON MANAGEMENT AND CONTROL 


In a report on No. 17300, Bragg and Millsaps Company et al. 
vs. Atlanta & West Point Railroad Company et al., Examiner 
Harry C. Barron had to deal with and make recommendations 
upon an allegation that specified southern carriers were under 
common management and control. The question as to the status 
of the roads in question controlled the question whether single 
or joint line rates on live stock should apply. Four groups 
were alleged by the complainants to be under common man- 
agement and control, and that therefore the single line rates 
should be applied from stations on them. The groups are as 
follows: 

1. Louisville & Nashville, Western Railway of Alabama and 


- Atlanta & West Point. 


. 2. Louisville & Nashville, Nashville, Chattanooga & St. 
ouis. 


3. Western Railway of Alabama and Atlanta & West Point. 
4, Alabama Great Southern and Cincinnati, New Orleans & 
Texas Pacific. 
It was alleged that single line rates should apply from sta- 
tions on the L. & N., via the Western Railway of Alabama and 
Atlanta & West Point; from stations on the L. & N. via the 
N. C. & St. L.; from stations on the Western Railway of Ala- 
bama via the Atlanta & West Point; from stations on the Ala- 
bama Great Southern and from stations on the C. N. O. & T. P. 
via the Southern. 


Popularly speaking, the three first mentioned groups are 
parts of the Louisville & Nashville system and the fourth, parts 
of the Southern System, the popular idea being based upon the 
fact that there is some common stock ownership. 


At the hearing, Barron said, it was agreed that the issue 
as to the reasonableness, per se, of the joint and single line 
scales should be withdrawn. It was further agreed that, re- 
stated, the contention of the complainants was that the carriers 
shown in the groups mentioned were and are under common 
control and management to the extent that the single line rates, 
under the scales agreed upon by shippers and carriers in Live 
Stock to, From and Between Points in Southeast, 74 I. C. C. 
419 and 101 I. C. C. 105, should have been applied. Instead the 
joint line rates were exacted. That exception, the complainants 
contended, made them unreasonable and in contravention of the 
Commission’s order in the live stock case. 


Barron said the complainants introduced no evidence, other 
than the annual reports of the carriers to the Commission, in 
support of their contention. In disposing of the case he said: 


_ An examination of such report of the N. C. & St. L. for 1925 
discloses the fact that 71.76 per cent of the capital stock is owned 
by the L. & N., which in turn is controlled by the Atlantic Coast 
Line to the extent of 51.05 per cent of its capital stock. The of- 
ficials of the N. C. & St. L. are, with one exception, entirely dif- 
ferent from those of the L. & N., likewise the board of directors 
of the two companies are different with one exception. The annual 
report of the A. & W. P. shows that of a total of 24,636 shares 6.2 
per cent is held by the L. & N. and 38 per cent by the L. & N. 
trustees for itself and the A. C. L. The annual report of the W. 
Ry. of Ala. shows that of a total of 30,000 shares, 15,000 or 50 per 
cent is held by the L. & N. trustees for itself and the A. C. L. The 
officials and board of directors of the L. & N. and the A. & W. P. 
and W. Ry. of Ala. are entirely different. 

Defendants offered oral testimony of its traffic officials, who 
stated that the policy of the N. Cc. & St »» A. & W. P., an § 
Ry. of Ala. was in no way dictated by the L. & N., nor was the 
policy of the L. & N. dictated by any of the officials of the other 
three carriers. 

The fact that the L. & N. holds any or a majority of the stock 
of another carrier is not sufficient in and of itself to warrant a 
finding that such holding is indicative of traffic control as defined 
in Blackshear Mfg. Co. vs. A. C. L. R. R. Co., 87 I. C. C. 654, wherein 
the Commission said: 
th It should be understood that where the term ‘carriers under 

€ same management and control’ is used in this report, it refers 
to carriers generally controlled through ownership, lease, or other- 
wise to the extent of controlling traffic policy, even though separate 
corporate entities may be maintained.” 
; There is nothing contained in the record to justify a finding 
hat the carriers shown in the amended issues in groups 1 and 2 
Supra, were or are under common control or management to the 
extent of controlling traffic policy as defined in Blackshear Mfg. Co. 
vs. A. C. L. R. R. supra. Complaint as to carriers shown in groups 
l and 2 should be dismissed. 

. _As to the carriers shown in groups 3 and 4 the Commission found 
ne Live Stock Case, 101 I. C. C. 105, supra, that wherever the joint- 
me rates under the agreed distance scales were or have been ap- 
plied over the above-named lines in each respective numbered group 
snes May 16, 1923, such rates have been since that date, are, and 
or the future will be unreasonable to the extent that they exceeded 
pete exceed or may exceed the single-line rates under the agreed dis- 
ance scales, as set out in the appendix to our original report, on a 
Joint_or continuous mileage basis. 

ai Effective August 31, 1925, the single-line rates under the agreed 
antance scales were made applicable in connection with carriers 
Shown in groups 3 and 4 supra. 

‘ Rae, Commission should find that rates charged on live stock in 
cor oads over lines shown in groups 3 and 4 since July 15, 1923, 
based on the joint-line rates under the agreed distance scale were, 
re, and for the future will be unreasonable to the extent that they 





af 


exceeded charges which would have accrued under the single-line 
rates under the agreed distance scales; that complainants paid and 
bore the charges thereon at the rates herein found unreasonable; 
that they were damaged thereby in the amount of the difference be- 
tween the charges paid and those which would have accrued at the 
rates herein found reasonable; that they are entitled to reparation 
with interest. Complainants should comply with rule V of the 
rules of practice. 


GULF PORT DIFFERENTIALS 


A modified solution of the Galveston-New Orleans port dif- 
ferential situation is proposed by Examiner Irving L. Koch in 
a report on No. 12798, Galveston Commercial Association vs. 
Galveston, Harrisburg & San Antonio et al., on further hearing; 
I. and S. No. 2560, Commodity Rates to and From Gulf Ports, 
in which the quality of the rates proposed by the carriers in 
supposed compliance with the decision of division 2 in the title 
case was in issue, and No. 17850, North.Texas Petroleum Traffic 
Bureau vs. Abilene & Southern et al. 

Petroleum and its products and grain and its products con- 
stitute the outstanding issues in the cases taken collectively. 
As to rates on oil, Examiner Koch advises the Commission to 
reverse itself, thereby leaving the adjustment as it is. 

As to grain, he recommends a reduction in the differentials 
of one cent from each differential group. Differential territory, 
that is, territory from which the rates to New Orleans and the 
points taking the same rates are to be higher than to Galveston 
and points taking the same rates, is to be that lying west of the 
line of the Santa Fe from Fort Worth, Tex., through Ardmore 
and Shawnee, Okla., and Wichita to Salina, Kans. Exceptions 
to that are to be points on the Texas & Pacific and on the Union 
Pacific from McPherson to Salina, Kans. The differentials from 
that territory on traffic to New Orleans are to be four cents from 
Texas points, three cents from Oklahoma points and two cents 
from southern Kansas points, instead of five, four and three 
cents as provided in the original report. 

Other findings in the original report, 100 I. C. C. 110, gener- 
ally were affirmed, some, however, with modifications. 

The examiner also recommended a finding to the effect that 
rates via the circuitous lines not in conformity with the rule for 
making rates according to the circuity rule adopted in fourth 
section cases were unduly low and unjust and unreasonable. 
That rule permits the long lines to meet short line rates where, 
for distances of 500 miles or less the circuity is not more than 
70 per cent, from 500 to 1,000 miles where the circuity is not 
more than 50 per cent, and for distances in excess of 1,000 miles 
not greater than 33% per cent. 

The case, like every one involving the relationship of rates 
to and from the ports on export, import and coastwise traffic, is 
complicated because, in essence, every point of origin to every 
ports presents a case in and of itself, which must be explained 
and disposed of in connection with a general situation. 


Reversal of the original finding in respect of rates on petro- 
leum and its products seems to have been recommended, largely 
because no Texas port refiner appeared at the original hearing 
to complain about the effect the rates had had upon his business. 
At the further hearing only one appeared, so that, broadly speak- 
ing, there was no testimony in support of the allegation of the 
Galveston interests that the rate situation was unduly prejudicial 
in so far as petroleum traffic was concerned. 


The suspension case was created by the protests against 
the schedules the railroads filed in supposed compliance with the 
original report. New Orleans interests and shippers objected 
strenuously against the proposals as to grain and petroleum. 


In the original report in the title case division 2 found that 
the relationships between the rates on specified commodities 
in export, import and coastwise movement from or to points in 
Oklahoma, southwestern Louisiana as defined in the report, Kan- 
sas on and south of the main line of the Union Pacific from 
Kansas City to the western boundary of the state, referred to as 
southern Kansas, and Texas generally on and north of the 
Texas & Pacific, referred to as northern Texas, to or from 
Galveston, were unduly prejudicial to Galveston and unduly 
preferential of New Orleans. It further found that the undue 
prejudice should be removed by establishing the same rates to 
or from New Orleans or Galveston, as the case might be, where 
the differences in distance to or from the two ports were not 
greater than 100 miles, and by establishing rates to or from 
Galveston, as the case might be, differentials under New Orleans 
where the differences in distance in favor of Galveston were 
greater than 100 miles. The findings did not apply to rates on 
rosin from Texas points or to rates on green coffee to points 
other than Texas. On the contrary the rates on those com- 
modities were found not unduly prejudicial. 

The schedules carrying rates in purported compliance with 






































































































































































































































































































































































































































806 


the original order, the examiner said, seemed to contain a num- 
ber of apparent departures from the original report, hence the 
creation of the suspension case. The order in the original re- 
port was allowed to become effective December 10, 1925. When 
that case was reopened, on petition of many interests, the re- 
opened case was set down for hearing in connection with the 
suspension case. No. 17850, North Texas Petroleum Yraihe =< 
sociation vs. Abilene & Southern, was set down for hearing and 
disposition with the other cases. In that complaint the north 
central Texas refiners alleged that the export and coastwise 
rates to both Texas and Louisiana ports were unreasonable and 
unduly prejudicial because higher, for like distances, than the 
rates from the Shreveport-El Dorado refining group in northern 
Louisiana and southern Arkansas; and also that the refusal of 
the carriers to permit blending in transit of petroleum products 
at interior Texas refining points while permitting the blending 
at refineries at the ports was unduly prejudicial of the former 
and unduly preferential of the latter. 

Koch said that that complaint should be dismissed. He 
said the record showed that the Texas refiners exported much 
more refined products than the Shreveport-El Dorado refiners. 
He said the Texas refiners were asking for the reduction of a 
rate of 20.5 cents, which, since 1921, had been reduced from 32.5 
cents to 19.5 cents to Louisiana ports and 15.5 to Texas ports. 

As to the request for blending in transit he said that, while 
the arrangement at the ports was called a blending in transit, 
it was not really such,. but an arrangement for the protection of 
the export and coastwise rates by permitting the refiners at 
those points to run the oil from the tank cars into storage 
tanks at the ports and running the oil from such storage tanks 
into tank ships instead of trying to unload the tank cars, with 
consequent delay, directly into the tankers. Blending was made 
possible by the fact that no effort was made to preserve the 
identity of the oil that went into the storage tanks, the railroads 
being interested only in the amount of oil that was taken out 
of the tanks when the tonnage was finally put into the tankers. 
He said the oil men testified that, if they were forbidden to 
blend in the storage tanks, the blending would be done in the 
tankers. Koch said that, while the thing was called a blending 
in transit, it was not, because when the oil went into the storage 
tank there was not further rail service to be performed and that 
the tariffs specifically provided for the ending of transportation 
liability when the oil left the tank cars. 

Blending in transit at the interior refineries, he said, would 
involve two transportation services, one into the tanks and the 
other out, with the carriers, in many instances, performing the 
haul into the transit point without charge, because the rates 
were made from groups and the export rates applied from all 
the points within a group. 

Koch discussed an enormous mass of statistics as to the 
business done at the rival ports, in addition to the rivalry be- 
tween New Orleans, on the one hand, and Atlantic ports, on the 
other. He said that the tonnage facts generally indicated that 
New Orleans, as a port, had held its own in percentage of total 
tonnage handled as compared with all the Texas ports com- 
bined; that the progress of New Orleans had been substantially 
greater than that of Galveston, particularly in commodities hav- 
ing a steady volume of movement, and that, while a substantial 
portion of the difference between the percentage of increase at 
New Orleans and Galveston was attributable to the faster prog- 
ress made by other Texas ports, particularly Houston, a large 
part of that difference was traceable to the more rapid increase 
in tonnage during the same period enjoyed by New Orleans. 

The port petroleum refiners, according to Koch’s report, 
were indifferent on the subject, while the grain interests were 
divided, the preponderance, he said, seeming to favor continu- 
ance of the equalization against which Galveston had com- 
plained. Section 3, he said, required a limit to be placed upon 
competition to the end that the geographical advantages of a 
port might not be disregarded and the competition become un- 
healthy. In part, he said: 


The testimony leaves little doubt that the differentials prescribed 
in the original report, or even smaller differentials on some of the 
commodities, would in time divert to the Texas ports a substantial 
portion of most of the commodities having origin or destination in 
the affected territory that are now moving through New Orleans. On 
several of the commodities, however, green coffee for instance, the 
movement that would be diverted from New Orleans would probably 
be small. The establishment of differentials would seem more certain 
to divert from New Orleans practically all of the movement of grain 
and grain products and petroleum and petroleum products originat- 
ing in differentials territory than of any of the other commodities. 

New Orleans contends that the tage basis of equalization pro- 
motes that healthy struggle of locality against locality which is the 
best security for proper cOmmercial development, and that therefore 
the public interest is best served by the present adjustment... To this 
complainant replies that the general advantages of New Orleans 
over the Texas ports are so great and of such variety that an equal- 
ization of rates does not in fact equalize. It points out that the 
csemneey served by New Orleans from and to which lower rates 
apply than to and from Texas ports is much greater than the terri- 
tory from and to which Texas ports have an advantage in rates; 
that while the territory from which the Texas ports have an advan- 
tage in rates is limited, generally speaking, to points in Texas south 
of the line of the Texas & Pacific and, in respect of a few commodi- 
ties, to points in Oklahoma and on grain and grain products from 
points on the Santa Fe in Kansas, New Orleans has a rate advantage 
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from practically all of the territory east of the Mississippi River 
and from the greater portions of Louisiana, Arkansas, and western 
trunk-line territory, and enjoys the benefits from the barge.lines on 
the Mississippi River from a large portion of the territory from which 
New Orleans draws its traffic. The following advantages of New 
Orleans not attributable to rates were instanced: Frequency and 
regularity of steamship sailings to practically all ports in the world; 
superior banking facilities; location of headquarters or important 
branch offices of leading steamship lines, export and import commis- 
sion houses, and commercial representatives of foreign countries and 
foreign buyers; volume of exports and imports moving locally to New 
Orleans for storage, handling, and sale through local commission 
houses; volume of imports consumed locally in New Orleans; use of 
long-established trade routes and port arrangements; location at 
mouth of Mississippi River at the terminus of east and west rail 
lines and north and south barge lines; cheap labor cost; cheap 
Alabama coal for bunker use; efficient and adequate port facilities 
under a co-ordinated and unified system of public ownership and 
operation; fresh water docking; and a large territory tributary to the 
port furnishing for movement through the port a wide variety of 
general cargo. Largely because of these and other advantages New 
Orleans draws traffic from twenty-six states of the Union and from 
points from which the rates are in some instances higher, in others 
the same, but in most instances lower than to the Texas ports, while 
the Texas ports, because of the absence of these advantages, can 
draw traffic, generally speaking, only from a limited territory in the 
Southwest. * * * 


While such commercial advantages as are above enumerated can- 
not be determinative of rate relationships, and few of them can be 
taken into consideration in passing upon the question of undue 
prejudice, they serve to confirm the impression that the advantages 
of New Orleans, whether natural or acquired by progressive enter- 
prise, are so superior to those of the Texas ports that an affirmance 
of the findings in the original report would not cause serious injury 
to the port of New Orleans. 


Several interveners take the position that no matter what differ- 
entials may be prescribed against New Orleans on certain commodi- 
ties, Galveston never has and never will be a port of any conse- 
quence as to those commodities. But Galveston is entitled to a fair 
opportunity to secure the foreign and coastwise traffic in such com- 
modities, and the commission is certainly not justified in predicting a 
failure on the part of Galveston to take advantage of such opportu- 
nity. Still less would the commission be justified in using such a 
forecast as a reason for withholding what it would otherwise accord. 

A port is neither the destination nor the origin of traffic passing 
through it. It levies toll on the traffic, in substantially the same 
manner as do the carriers, in its charges for use of its facilities in 
the transfer of traffic between the rail and water carriers. The 
necessity for healthy competition between ports is no less important 
than that between rail or water carriers. There is, however, under 
Section 3 of the act, a limit beyond which the geographical advan- 
tages of a port may not be disregarded and beyond which the disre- 
gard of such advantages will no longer promote healthy competition. 


The effect of differentials upon the interests of exporters and 
importers at Gulf ports and of shippers at interior points is an 
important consideration. The evidence in this respect is confined 
chiefly to grain and grain products and petroleum and petroleum 
products. The present equalized basis of rates gives the producer in 
the interior an advantage of a choice of ports and, with the ocean 
rates the same, the shipper is given the fullest measure of competi- 
tion between the steamship lines serving the different ports. -On the 
heavy-moving commodities, such as grain and petroleum, a rate 
difference of 1 cent per 100 pounds would normally turn a sale and 
control the movement through one port or another. If, therefore, 
the shipper or exporter who ships largely or wholly through the 
Texas ports could secure a differential under New Orleans on his 
shipments he would be advantaged to that extent as compared with 
his competitor who ships largely or wholly through New Orleans. 
Conversely, the shipper or exporter who is primarily interested in 
New Orleans would be placed at a disadvantage under such a differ- 
ential in shipping from or to points in the affected territory. Other 
shippers and exporters use, and prefer to continue to use, both New 
Orleans and one or more of the Texas ports. The investments of a 
number of these exporters and importers at one or more of the 
Louisiana ports, particularly those shipping refined petroleum and 
grain, would be adversely affected bv a readjustment of the assailed 
rates from differential territory as defined in the original report on 
basis of differentials against New Orleans. 


The findings proposed by Examiner Koch are as follows: 


The Commission should find in No. 12798 that the present rela- 
tionships of the assailed carload rates on export, import and coast- 
wise traffic in the commodities enumerated in the findings on page 
123 of the original report, excepting grain and grain products and 
petroleum and petroleum products, from or to points in southwestern 
Louisiana, as defined in the original report, Arkansas, Texas, north 
of the line of the Texas & Pacific through Dallas, Tex., excepting 
points on the Texas & Pacific and Louisiana Railway & Navigation 
Company of Texas, Oklahoma, and southern Kansas, as defined in 
the original report, are, and for the future will be, unduly prejudicial 
to Galveston and the other Texas ports taking the same rates, and 
unduly preferential of New Orleans and other Louisiana ports taking 
the same rates, and that this undue prejudice should be removed 
in the manner indicated in the original report. except as later 
appears with respect to the rule for determining distances. 

The Commission should further find that the assailed carload 
rates on export and coastwise grain and grain products from points 
in the affected territory east of the line drawn along the line of the 
Santa Fe extending north from Fort Worth, Tex., through Ardmore, 
Shawnee, and Cushing, Okla., and Winfield and Wichita, Kans., to 
Newton, Kans., thence the line of the Missouri Pacific to McPherson, 
Kans., thence the line of the Union Pacific to Salina, Kans., are not 
unduly prejudicial, but that from points on and west of that line in 
southern Kansas, Oklahoma, and Texas north of the line of the 
Texas & Pacific, not including points on the line of the Union Pacific 
from McPherson to Salina, the said rates are, and for the future 
will be, unduly prejudicial to Galveston and the other Texas ports 
taking the same rates and unduly preferential of New Orleans; and 
that this undue prejudice should be removed by establishing from 
points in the territory just described rates to Galveston and other 
Texas ports taking the same rates which are less than the corre- 
sponding rates from the same points to New Orleans by differentials 
of 2 cents from southern Kansas, 3 cents from Oklahoma, and 4 cents 
from northern Texas. 

In determining distances to or from the respective ports of Gal- 
veston and New Orleans, the shortest routes via existing connections 
for the interchange of carload traffic shall be used, embracing as 4 
maximum the line or parts of lines.of not more than three line-haul 
carriers, lines under common ownership or control to be considered 
as a single line, except that where the present rates apply over 
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shorter routes comprising more than three line-haul carriers, such 
routes shall be used in determining distances. af 

The Commission should furher find that with respect to petroleum 
and petroleum products the findings in the original report should be 
reversed and the assailed rates found not unduly prejudicial. 

The Commission should further find that the assailed rates on 
export, import, and coastwise traffic, the same to or from New Orleans 
as to or from Galveston, on all of the commodities named in the 
findings on page 123 of the original report, from or to all points in 
southwestern Louisiana as defined in the original report, Arkansas, 
Texas, Oklahoma, and southern Kansas as defined in this report, to 
or from New Orleans and Louisiana ports taking the same rates on 
the one hand and Galveston and Texas ports taking the same rates 
on the other, applicable over lines or routes to or from New Orleans 
or Galveston, as the case may be, which are longer than the direct 
lines or routes, determined as just prescribed, to or from Galveston 
or New Orleans, as the case may be, by more than 70 per cent where 
the distance over the direct line or route is 500 miles or less; 50 per 
cent where the distance over the direct line or route exceeds 500 
miles but does not exceed 1,000 miles, except that in instances where 
the direct line or route exceeds 500 miles and the longer line or route 
does not exceed 850 miles, the route to the competing port may be 
more than 50 per cent circuitous; and 33% per cent where the dis- 
tance over the direct line or route exceeds 1,000 miles, except that 
in instances where the direct line or route exceeds 1,000 miles and the 
longer line or route does not exceed 1,500 miles, the route to the 
competing port may be more than 33% per cent circuitous; are, and 
for the future will be, unduly low and unjust and unreasonable; and 
that such unlawfulness should be removed by adding to such unduly 
low rates to New Orleans or Galveston, as the case may be, the 
differentials hereinabove approved or prescribed, or where none are 
approved or prescribed, differentials in harmony therewith, and 
applying the resulting rates over such longer routes to the Louisiana 
or Texas ports, as the case may be. 

Because of fears expressed by the Alabama State Docks Com- 
mission, the Mobile Chamber of Commerce & Business League, and 
others, attention is called to the fact that the prescribed 100-mile 
limitation for equalized territory proposed to be affirmed in this 
report upon certain commodities is a maximum and not a minimum 
limitation, and it is prescribed, of course, upon the particular facts 
respecting particular commodities. 


Findings proposed about rates carried in the suspended 
schedules are as follows: 


Bagging (cotton bale covering) ties and buckles: The Commis- 
sion should affirm the previous finding with respect to the commodity 
description and find the suspended schedules justified. 

Burlaps, bags and related articles: The Commission should 
affirm its finding as to commodity description and hold the schedules 
justified. 

Green coffee: 
schedules justified. 

Rosin: The findings in the original report should be affirmed 
and the suspended schedules justified, except that respondents will 
be expected to publish promptly a rate of 21 cents from Merryville 
to New Orleans. 

Turpentine and related articles: Same finding as preceding, 
except that the rate from Merryville to New Orleans should be 29.5 
cents. 

Cotton factory products and related articles: Original finding 
should be affirmed and the suspended schedules not justified without 
prejudice, however, to the filing of new schedules embodying respond- 
ents’ substitute proposal. 

Soap: Affirmance and justification. 

Packing house products and related articles: 
justification. ; 

Cottonseed cake, meal and oil: The finding in the original report 
with respect to cottonseed cake, meal, and oil from Oklahoma and 
Texas should be affirmed, said Koch. The suspended schedules of 
rates from Oklahoma and Texas should be found justified. The sus- 
pended schedules of rates from Arkansas and Louisiana should be 
permitted to become effective, provided that in exceptions to this 
proposed report or in oral argument respondents signify their pur- 
pose to establish rates (1) from Arkansas mill points more than 100 


Commission should affirm and find the suspended 


Affirmance and 


miles more distant from Galveston than from New Orleans, not less — 


than 3 cents on cake and meal and 4 cents on oil higher to Galveston 
than to New Orleans, and (2) from Louisiana mill points not higher 
than on basis of the 14150 scales, plus the appropriate wharfage 
charge at Galveston and 2 cents Mississippi River transfer charge at 
New Orleans. 

Other commodities: Affirmance recommended with admonitions to 
the carriers to examine their schedules and bring them into harmony 
with the criteria laid down in the parts of the report dealing with the 
computation of distances, relationships and circuity. 


REPARATION ON CANE SIRUP 


An award of reparation has been recommended by Examiner 
C. J. Peterson in a proposed report in No. 18041, Hardaway- 
Gargill Company vs. Louisville & Nashville et al., on a finding 
that the applicable combination rate of 51.5 cents charged on 
One carload of cane sirup, in barrels, from Inwood, Fla., to Co- 
lumbus, Ga., shipped December 23, 1923, was unreasonable to the 
extent that it exceeded a subsequently established rate of 43 
cents. Complainant sought the establishment of a rate of 29 
cents and reparation to that basis. 


RATE ON EMPTY TIN CANS 


Examiner A. S. Parker has proposed an award of reparation 
in No. 18015, Metal Package Corporation of New York vs. Balti- 
more & Ohio et al., on a finding that a joint fourth-class carload 
rate of 34 cents, minimum 14,000 pounds, applied on numerous 
carloads of tin cans shipped from Baltimore, Md., to Bushswick 
(Brooklyn), N. Y., between February 2 and August 19, 1924, was 
unreasonable to the extent that it exceeded a carload rate of 28 
cents, minimum 18,000 pounds. Complainant sought reparation 
to the basis of the 28-cent rate. : 


REPARATION ON GREEN COFFEE 


An award of reparation has been recommended by Examiner 
Horace W. Johnson in a proposed report in No. 18223, H. D. Lee 
Mercantile Company vs. Chicago, Rock Island & Gulf et al., on 
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a finding that the applicable rate of 90 cents charged on one 
carload of green coffee from New Orleans, La., to Salina, Kan., 
shipped April 13, 1922, was unreasonable to the extent that it 
exceeded 73.5 cents. A rate of 73.5 cents from New Orleans to 
Salina, filed to become effective February 5, 1922 was suspended 
in I. and S. No. 1485. Later that rate became effective. The 
carriers expressed willingness to make a.refund to the basis of 
the 73.5-cent rate. 


RATE ON OIL FOR EXPORT 


Dismissal of the complaint in No. 17598, Thomas Traffic 
Company vs. Los Angeles & Salt Lake, has been proposed by 
Examiner F. L. Sharp on a finding that a rate of 8 cents charged 
on 44 carloads of petroleum refined oil from O’Donnell Spur, 
Calif., to Wilmington, Calif., for export, in the period July 8, 
1923, to November 5, 1923, was not shown to have been unrea- 
sonable or unjustly discriminatory. 


RATES ON GRAVEL ILLEGAL 


Examiner Paul O. Carter in a proposed report in No. 16799, 
Allen Gravel Company vs. Chicago, Rock Island & Pacific et al., 
has recommended that overcharges be ordered refunded on a 
finding that rates charged on gravel from Gravel Siding, Miss., 
to destinations in Arkansas were illegal. The examiner said the 
Commission should find that the rates charged from Gravel Sid- 
ing, Miss., to destinations in Arkansas since September 8, 1924, 
were illegally assessed and that the applicable rates were and 


- are the combination of the rate from Gravel Siding to Memphis, 


Tenn., and the rates from Memphis to the destinations in Ar- 
kansas, reduced in accordance with the provisions of the rule 
for constructing combination rates in B. T. Jones’ Tariff I. C. C. 
No. U. S. 1, formerly published by Agent Kelly. 


ENAMELED COVER RATINGS 


Examiner A. S. Parker, in No. 18000, H. Barschi & Son et 
al. vs. Baltimore & Ohio et al., said the Commission should find 
the fourth class ratings on enameled iron laundry tub covers 
and enameled iron table tops, in carloads, from Cleveland, when 
in cartons or crates, to New York, Brooklyn, East New York, 
Long Island City and Laurel Hill, N. Y., unreasonable to the 
extent they exceed, for the future, fifth class, on a 30,000 min- 
imum. Because the fourth class rating had long been main- 
tained, before the establishment of the specific descriptions and 
ratings, he said reparation should be denied on the authority of 
Brunswick-Balke-Collender Company vs. C. G. W., 56 I. C. C. 
340, and other similar cases. 


HARD COAL TO PROVIDENCE 

In a proposed report on No. 18133, City Coal Company, Inc., 
vs. New York, New Haven & Hartford et al., Examiner A. S. 
Parker said the Commission should find the rates charged on 
anthracite coal, prepared sizes, from points in the Lehigh, 
Schuylkill and Wyoming regions, in Pennsylvania, to the com- 
plainant’s siding in Providence, R. I., applicable to the shipments 
in question and not unreasonable, unjustly discriminatory or 
unduly prejudicial. He said it should find that the rates to Au- 
burn, a suburb of Providence, which are higher than from the 
same points of origin to Darlington via the all-rail routes are 
in violation of the fourth section and should direct the carriers 
to conform to that provision of the law. 


COMBINATIONS CORRECT 

Examiner Frank E. Mullen has recommended the dismissal 
of No. 17775, Harry C. Philbrick Company et al. vs. New York, 
New Haven & Hartford et al., on a finding that the combination 
of rates to and from New Haven, Conn., charged on four car- 
loads of lumber from Denkman, La., D’Lo, Miss., and Hopkins, 
Ga., shipped to New Haven as the original destination and for- 
warded thence to Waltham, Bemis and Lynn, Mass., and Provi- 
dence, R. I., in January and February, 1925, were applicable. 





SAND AND GRAVEL RATES 


A finding of undue prejudice, but not unreasonableness or 
unjust discrimination, with a denial of reparation, has been rec- 
ommended by Examiner Paul O. Carter in No. 17188, sub-No. 3, 
Chicago Fire Brick Company vs. Chicago & North Western et 
al., as to rates on sand and gravel, from Janesville, Afton and 
Beloit, Wis., to complainant’s plant in the Mayfair district in 
Chicago, between July 2 and November 2, 1923, and to its plant 
in the Weber district, between June 19, 1923, and May 24, 1925. 
He said the rates should be found unduly prejudicial to the ex- 
tent they exceed those to the so-called inner zone in the Chicago 
switching district. He said as no damage had been shown to 


have resulted from the undue prejudice, reparation should be 
denied. 


LUBRICATING OIL RATES 
In a proposed report on No. 17929, White Eagle Oil and Re- 
fining Company vs. Atchison, Topeka & Santa Fe et al., Exam- 
iner Harry C. Barron said the Commission should find rates’ on 
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lubricating oils, in tank cars, from Galena, Port Arthur and 
West Port Arthur, to Topeka, Kan., applied on 42 carloads 
shipped since January 7, 1924, were unreasonable and unduly 
prejudicial to the extent they exceeded 32 cents to which basis 
he said reparation should’ be made. Rates to Topeka of 32 
cents applied over practically all routes, said Barron, other than 
those in which the Santa Fe was the delivering carrier. He 
said that since September 15, 1925, a combination over the Santa 
Fe and Texas & New Orleans, made lower than the specific rate, 
in violation of the fourth section. He said the 32 cent rate 
should be ordered for the future. 


COAL TO CHICAGO DISTRICT 


Attorney-Examiner William A. Disque, in a proposed report 
in No. 17964, Chicago Coal Merchants’ Association vs. Chicago & 
North Western et al., has recommended dismissal of the com- 
plaint on a proposed finding that rates on anthracite and bitu- 
minous coal from points in Illinois, Indiana, Pennsylvania and 
West Virginia to the George C. Wolff Coal Company’s siding in 
the Chicago switching district were not unreasonable. Repara- 
tion was sought on shipments made in the period January 15 to 
July 30, 1924. The shipments were delivered at complainant’s 
siding near Elston and Kimberly avenues, on the C. & N. W., a 
little over half a mile north of Mayfair and about 1.5 miles south 
of Peterson avenue. The rates charged and legally applicable, 
Mr. Disque said, exceeded the rates to Chicago by 38 cents per 
ton on anthracite and 13 cents per ton on bituminous, these hav- 
ing been the rates to Peterson avenue. The flat Chicago rate 
applied to Mayfair and the question presented was whether 
the same rate should have extended to complainant’s siding, the 
report said. In Chicago Coal Merchants’ Association vs. Direc- 
tor General, 73 I. C. C. 161, the rates assailed were found not 
unreasonable. In a second report, 89 I. C. C. 137, they were 
again found not unreasonable, but the maintenance of higher 
rates to the destinations here in question and to other points in 
the outer zone of the Chicago switching district were found 
unduly prejudicial to the extent that they exceeded the rates to 
Chicago, Mr. Disque said. Reparation was denied. The Chicago 
rates were applied to complainant’s siding on and after July 31, 
1924, according to the report. Mr. Disque concluded that there 
was no ground for reaching a different conclusion than that an- 
nounced in the case cited. 


FLAXSEED ADJUSTMENT 


Examiner Frank E. Mullen, in No. 17733, Fredonia Linseed 
Oil Works Co. vs. Atchison, Topeka & Santa Fe et al., said the 
Commission should find rates on flaxseed, from points in South 
Dakota to Fredonia, Kans., prior to March 3, 1926, when re- 
duced rates were made effective, were unreasonable to the ex- 
tent they exceeded by more than 12 per cent the contempo- 
raneously applicable rates on wheat from the same points to 
Fredonia. He found the rates since that time not unreasonable, 
because they were then put on the basis prescribed by the Com- 
mission in South Dakota, R. R. Commissioners vs. C. & N. W., 
107 I. C. C. 35. Because the changes were made as a result of a 
general readjustment upon a basis prescribed by the Commis- 
sion, namely, 112 per cent of the rates on wheat, reparation 
should be denied, he said. 


IRON CASTINGS RATE PROPOSED. 


Examiner A. S. Parker, in No. 17885, Michigan Malleable 
Iron Co. vs. Michigan Central, said the Commission should find 
a fifth class rate of 16.5 cents on rough iron castings, from De- 
troit to Toledo, unreasonable to the extent it exceeded, exceeds 
or may exceed 14.5 cents, make reparation to that basis and 
order the lower rate for the future. The complainant sought a 
rate of 9 cents. 


WASTE PAPER RATE REPORT 


Examiner C. J. Peterson, in No. 18135, United Paperboard 
Co., Inc., vs. Boston & Albany et al., said the Commission should 
find a commodity rate of 24.5 cents on waste paper, from Bos- 
ton, Mass., to Thomson, N. Y., was, is and for the future will 
be unreasonable to the extent it exceeded, exceeds or may ex- 
ceed a rate of 21.5 cents. He said the ‘evidence as to shipments 
was insufficient to warrant a finding that the complainant paid 
and bore freight charges. 


OHIO RATE CONDEMNED 


Attorney-Examiner W. A. Disque, in a report on No. 17536, 
Rates and Minimum Weights on Salt Within the State of Ohio, 
said the Commission should find the rate of 14.5 cents on bulk 
salt, required by the Public Utilities Commission of Ohio, from 
Akron, O., to Cincinnati, on intrastate traffic, subjected inter- 
state traffic and persons and localities outside the state to undue 
prejudice and disadvantage and constituted an unjust discrimina- 
tion against interstate commerce. The rate on bulk salt, under 
the- Commission’s scale prescribed in Salt Cases of 1923, 92 
I. C. C. 388, from Akron to Cincinnati, would be 15.5 cents. Disque 
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said the situation created by the Ohio commission’s action 
should be corrected by the establishment of a rate of 15.5 cents. 

Cincinnati interests, competing, Disque said, with Chicago, 
contended that, in view of a 13-cent rate from the Akron group 
to Chicago, the rate under consideration should not be more 
than 12.5 cents. However, Disque said the rates to Chicago, the 
largest salt market in the country, were relatively low, being 
depressed by water competition of the great lakes and market 
competition from various producing districts. That, he said, 
was particularly true of the rate from the Akron group, as it 
was made to meet the rate from the Michigan producing points, 
from which the hauls were shorter. 

This proceeding, under the thirteenth section, was initiated 
by the railroads affected by the action of the Ohio commission. 


TANK MATERIAL RATES 


Dismissal of No. 16103, Sinclair Crude Oil Purchasing Co. 
vs. Chicago, Burlington & Quincy et al., has been recommended 
by Attorney-Examiner W. A. Disque. He said the Commission 
should find the rates on iron and steel tank material, knocked 
down, from the Chicago district to Paul’s Switch, Okla., fabri- 
cated in transit at Washington Heights, Ill., not unjust or un- 
reasonable. Rates for the future and reparation on shipments 
from Gary, Ill., or Gary, Ind., between July 17, 1922, and January 
10, 1923, were sought. Jurisdictional questions were raised, but 
Disque decided the vital ones in favor of the complainant. He 


_ said the report proposed by him should be without prejudice to 


findings that might be made in the Consolidated Southwestern 
cases, now pending. 


GRAPEFRUIT SWITCHING CHARGES 


Examiner W. R. Brennan has recommended the dismissal 
of No. 17782, Sanzone-Palmisano Co.-vs. Louisville & Nashville 
et al, on a finding that the practice of assessing switching 
charges at Chicago, by the Milwaukee, on grapefruit, carloads, 
moving from points in Florida to Chicago, when the shipments 
arrive at Cincinnati over the Louisville & Nashville, while at 
the same time absorbing such charges, 7.5 cents per 100 pounds, 
when shipments arrive over carriers other than the L. & N., 
are not unreasonable or otherwise unlawful. The L. & N. does 
not provide for absorption of the charges of any terminal lines. 
It contends such absorption is wrong in principle and that it 
does not absorb the charges of any line. Therefore it contended 
it could not be charged with discrimination or undue prejudice. 
The examiner said he could not find, in the pleadings, any theory 
upon which a violation of the act could be founded. 


MATTRESSES AND METAL COTS 


Examiner C. J. Peterson, in No. 18127, F. A. Hulett & Son vs. 
Southern et al., said the Commission should find the rate on 
mattresses and metal cots, in mixed carloads, from Atlanta, Ga., 
to Meridian, Miss., not unreasonable as to past shipments, but 
unreasonable for the future and unduly prejudicial to the extent 
it may exceed a rate of 88 cents. He said the rate was, is and 
for the future will be unduly preferential of competitors at 
Memphis to the extent it exceeded, exceeds or may exceed the 
rate from Atlanta to Memphis. He said no damage had been 
shown by reason of the undue prejudice. He said fourth section 
relief, asked for under application No. 1548 of the Southern and 
No. 542 of the Alabama Great Southern should be denied. 


BRICK RATES INAPPLICABLE 


An award of reparation has been proposed by Examiner 
W. J. Harris, in No. 18052, Acme Brick Company vs. Central 
of Georgia et al., on a finding that rates charged on carload 
shipments of brick from Perla, Ark., to Newnan, Ga., and 
Quitman, Miss., in 1923 and 1924, were inapplicable. A rate of 
25.5 cents was charged on a shipment to Quitman, and a rate 
of 27 cents was charged on the shipment to Newnan. Follow- 
ing the principle in the Sligo Iron Store case, the examiner 
said the Commission should find that the applicable rates were 
23 cents on the shipment to Quitman and 24.5 cents on the 
shipment to Newnan. 





B. & M. ABANDONMENTS 


Examiner M. S. Jameson, in a proposed report on finance 
docket Nos. 5096, 5097, 5098 and 5099, proposed abandonment 
by Boston & Maine of its so-called Reformatory, Bedford-North 
Billerica, Essex and Ashburnham branches, said the Commission 
should find that the present and future public convenience and 
necessity permitted the abandonment of that part of the Re- 
formatory branch between Concord and Reformatory, of the 
whole Bedford-North Billerica branch, a part of the Essex branch 
between Essex and Conomo and no part of its Ashburnham 
branch. 

These applications pertained to lines of the Boston & Maine 
in Massachusetts and were part of the general program of 
abandonment of unprofitable parts of the system. The New 
Hampshire part of the program was dealt with in 105 I. C. C. 13. 
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The reasons for the program, the examiner said, were set forth 
therein. 


In this proposed report he went into the details as to traffic, 


revenue and expenses as to each branch and reached the con- 
clusions hereinbefore outlined. 

The part of the Reformatory branch the abandonment of 
which he says should be permitted is 2.6 miles long. He said 
the denial pertaining to the rest of that branch should be with- 
out prejudice to its renewal at any time after June 30, 1927. 

The permission pertaining to the Bedford-North Billerica 
branch covers 8 miles of line and is without condition or 
reservation. 

Only half a mile is involved in the proposed permission 


pertaining to the Essex branch. It, also, is without qualification 
or condition. 

The hearings on the protests filed by persons interested was 
held by the Massachusetts Department of Public Utilities. Its 
recommendations are followed by Examiner Jameson. The ap- 
plications covered about 24 miles of branch lines. 


TENTATIVE VALUATION REPORTS 


Spokane, Portland & Seattle Railway Company, as of June 30, 
1916, owned and used, $56,800,000; owned but not used, $113,698; used 
but not owned, $1,478,033; total owned, $56,913,698; total used, $58,278,- 
033. On date of valuation the S. P. & S. had outstanding a total 
par value of $124,587,612.54 in stock and long-term debt, of which 
$40,000,000 represented common stock, $73,780,000 funded debt, and 
$10,807,612.54 non-negotiable debt to affiliated companies. Investment 
in road and equipment, including land, on date of valuation, was 
stated in the carrier’s books as $61,266,413.65. This would be reduced 
to $60,602,821.68 under the Commission’s accounting examination. Cost 
of reproduction new of total owned property was found to be $52,253,- 
315, and cost of reproduction less depreciation, $48,516,590. Cost of 
reproduction new of total used property was found to be $53,519,470, 
and cost of reproduction less depreciation, $49,608,599. 

The Pittsburg & Shawmut Railroad Company, as of June 30, 
1919, owned and used, $10,515,000; owned but not used, $23; used but 
not owned, $450,917; total owned, $10,515,023; total used, $10,965,917. 
On date of valuation the carrier had outstanding a total par value of 
$28,420,005 in stock and long-term debt, of which $15,000,000 repre- 
sented common stock and $13,420,005 unmatured funded debt. In- 
vestment in road and equipment, including land, on date of valuation, 
was stated in the carrier’s books as $13,446,883.29. This amount should 
be reduced because it includes $1,692,049 for general expenditures ap- 
plicable only in part to the construction period, but the portion that 
should be excluded has not been determined, according to the report. 
Cost of reproduction new of total owned property was fixed at $10,- 
723,875, and cost of reproduction less depreciation, $9,682,164. Cost of 
reproduction new of total used property was fixed at $11,331,591, and 
cost of reproduction less depreciation, $10,131,000. 

Louisville, Henderson and St. Louis Railway Company, as of 
June 30, 1918, total owned, $5,940,000; total used, $6,218,265. 

New Orleans Public Belt Railroad, as of June 30, 1918, total 
owned, $132,500; total used, $1,182,500. 

The Northwestern Terminal Railway Company of Denver, Colo., 
as of June 30, 1919, total owned, $913,000; total used, $134,000. 

The Lackawanna and Montrose Railroad Company, as of June 
30, 1918, total owned, $205,459; total used, $211,900. 

The Atlanta Terminal Company (Atlanta, Ga.), as of June 30, 1918, 
total owned, $2,926,315: total used, $3,020,706. 
$925 006 Harlem Transfer Company (New York), as of June 30, 1918, 


Li | 


UNCONTESTED FINANCE CASES 


The Commission has authorized the Bell Telephone Company of 
Pennsylvania to acquire the Farmers’ Telephone Company. 

The United Telephone Company has been authorized to acquire 
certain properties of the Central Kansas Telephone Company. 

The Mississippi & Skuna Valley has been authorized to issue 
$200.000 of common capital stock. 

The Kansas, Oklahoma & Gulf Railway of Texas has been au- 
thorized to issue and sell $18,000 of first mortgage 5 per cent gold 
bonds at not less than par and accrued interest to repay advances. 

The New York Certral has been authorized to acquire control, 
by lease, of the Hudson River Connecting Railroad Corporation. 





FINANCE APPLICATIONS 


The Tennessee & Northern Railroad Corporation has applied to 
the Commission for authority to construct an extension of its line 
from Summit, Ala., to Mobile, Ala., a distance of 30 miles, fo enable 
it to get to the port of Mobile over its own lines. The applicant 
said it had entered into a traffic agreement with the Frisco cov- 
ering interchange of traffic between the applicant’s line and the 
Frisco when the extension of the Frisco was completed between 
Aberdeen, Miss., and Aliceville, Ala., the latter point being on the 
line of the applicant, and when the applicant’s line was in operation 
to Mobile. The proposed extension is necessary to afford needed 
facilities to the public served by the applicant and the Frisco and 
to permit the interchange of traffic between Mobile and the territory 
reached by the applicant and the Frisco system, according to the 
application. 

The Chartiers Southern Railway Company has applied for au- 

thority to construct an extension from Mather to Waynesburg, Pa., 
a distance of approximately 7144 miles. Waynesburg, with a popula- 
tion of approximately 6,000, is now served only by a narrow gauge 
line extending from Washington, Pa., to Waynesburg. The proposed 
extension will remove the necessity for transferring traffic from and 
to the narrow gauge line, according to the application. The applicant’s 
stock is owned in equal shares by the P. C. C. & St. L., the Pittsburgh 
& Lake Erie and the Baltimore & Ohio. These companies will ad- 
vance the money for the extension. 
._ The Kentucky & Indiana Terminal has asked for authority to 
issue $180,000 of 5 per cent equipment notes to the Lima Locomo- 
tive Works in part payment for six switching locomotives that will 
cost $240,000. 

W. H. Bremner, receiver of the Minneapolis & St. Louis, has 
applied for authority to issue $500,000 of receiver’s certificates of 
indebtedness in renewal of a like amount of indebtedness. 

The Manistee and Northeastern Railway Company has applied for 
authority to issue $1,103,700 of capital stock in payment of the property 
of the Manistee and Northeastern Railroad Company recently sold 
at a receiver’s sale. 
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The Sacramento Northern has asked the Commission to modify 
its order authorizing construction of a line of railroad by the appli- 
cant so that it will have until May 1, 1927, instead of November 1, 
1926, to begin construction, and until May 1, 1928, instead of No- 
vember 1, 1927, to complete construction. 

The Milltown Air Line Railway has applied for authority to 
abandon its line of railroad from Milltown, Ga., to Naylor, Ga., a 
distance of 10 miles. Motor vehicle competition has taken practically 
all the freight and passenger traffic of the line, the applicant said. 
A public highway parallels the line between the termini. Closing of a 
large saw mill at Milltown, Ga., also took a large volume of traffic 
from the line, according to the application. 

The Roscoe, Snyder & Pacific Railway Company, in an amended 
application, has asked authority to issue $365,000 of 6 per cent notes. 


COMPETITIVE BIDDING URGED 


In authorizing the Chicago, St. Paul, Minneapolis & Omaha 
to issue and sell $410,000 of equipment trust certificates at not 
less than 100.803 per cent of par and accrued interest, memo- 
randum announcement of which appeared in The Traffic World, 
Oct. 2, p. 750, under “Uncontested Finance Cases,” the Commis- 
sion, by division 4, in part, said: 


Kuhn, Loeb & Company, of New York City, has offered to buy 
the certificates, subject to our approval, at par and accrued interest, 
which would make the average annual cost to the applicant 4.75 per 
cent. The applicant states that because of the small amount of the 
issue and the importance of prompt action it is not feasible to invite 
bids for the sale of the certificates. Our views as to the advantages 
of competitive bidding as a method of marketing such certificates are 
set forth in our report of June 23, 1926, in Western Maryland Equip- 
ment Trust, 111 I. C. C. 434. In a recent application, Finance Docket 
No. 5327, approved by us August 27, 1926, equipment-trust certificates 
were offered for sale through competitive bidding and sold at a price 
to make the average annual cost to the applicant approximately 4.578 
per cent. Should it be possible through competitive bidding to dis- 
pose of the proposed certificates on this basis, the saving to_the 
applicant, notwithstanding the small amount of the issue, would be 
considerable. The record fails to show such urgency for prompt ac- 
tion as to render the inviting of bids for the sale of the certificates 
infeasible. Accordingly, we will authorize the sale of these _ cer- 
tificates without resort to competitive bidding at not less than 100.803 
per cent of par and accrued interest, upon which basis the average 
annual cost to the applicant will be approximately 4.578 per cent, 
or the applicant may offer them for sale through competitive bidding 
in accordance with thy procedure prescribed by our order in Ex Parte 
No. 54, 56 I. C. C. 847, such sale to be made to the highest bidder, but 
at not less than par and accrued interest. 


Proceeds from the sale of the certificates will be applied 
on the purchase of eight freight locomotives at a total cost of 
$550,080. 

The Commission has authorized the Illinois Central to issue 
and sell $4,665,000 of 4% per cent equipment trust certificates 
at not less than 99.517 per cent of par and accrued dividends. 
If the company does not wish to do that it may, under the de- 
cision, memorandum announcement of which appeared in The 
Traffic World, October 2, p. 750, under “Uncontested Finance 
Cases,” offer the certificates for sale through competitive bid- 
ding. The proceeds are to be used in connection with acquisi- 
tion of 70 locomotives at a total cost of $6,232,000. 

The Illinois Central arranged, subject to the Commission’s 
approval, to sell the certificates to Kuhn, Loeb & Company at 
98.43 per cent of par and accrued dividends. On that basis, 
according to the report, the average annual cost to the applicant 
would be approximately 4.75 per cent. Continuing, the Com- 
mission said: 


The applicant states that after due consideration it has reached 
the conclusion that the present policy of marketing its securities 
should not be abandoned and that it is for the applicant’s best in- 
terest to sell them to its regular bankers. It believes the price of- 
fered is fair and advantageous to it and is as high as could be rea- 
sonably expected from a responsible purchaser and on a basis which 
will permit the distribution of the certificates to permanent investors 
at a fair price. 

We are not convinced that the method proposed by the applicant 
for Lene ghee the certificates is in the best interest of either the ap- 
plicant or the public. Our views as to the advantages of com- 
petitive bidding’ as a method of marketing such certificates are set 
forth in our report in Western Maryland Equipment Trust, 111 I. C. C. 
434, decided June 23, 1926. In a recent application, Finance Docket 
No. 5723, approved by us August 27, 1926, equipment-trust certificates 
bearing the same rate of dividends and maturing in the same number 
of installments as those covered by the instant application had been 
offered for sale through competitive bidding and as a result a price 
of 99.517 was realized. We will authorize the sale of these certificates 
at not less than 99.517 per cent of par and accrued dividends, upon 
which basis the average annual cost to the applicant will be approxi- 
mately 4.578 per cent, or the applicant may offer them for sale through 
competitive bidding in accordance with the procedure prescribed by 
our order in Ex Parte No. 54, 56 I. C. C. 847, such sale to be made 
to the highest bidder, but at not less than 98.43 and accrued dividends. 


COMMISSION ORDERS 


The Alabama Public Service Commission and Montgomery 
Chamber of Commerce have been permitted to intervene in No. 
13857, Chamber of Commerce of Selma, Ala., vs. Alabama Great 
Southern et al. 

The Commission has reopened, for further hearing, at such 
time and place as it may hereafter direct, with respect to the 
reasonableness of the rate attacked, No. 17106, the Charles Boldt 
Glass Company vs. Chesapeake & Ohio et al. 

The Great Atlantic & Pacific Tea Co. has been permitted to 
intervene in No. 17713, Edward Nordman, commissioner of mar- 
kets of the state of Wisconsin, vs. Aberdeen & Rockfish et al. 

The Commission has permitted the Alabama Iron and Steel 
Shippers’ Conference, Cast Iron Committee, and the Ashtabula 
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Steel Sheet Company to intervene in No. 18548, Jones & Laugh- 
lin Steel Corporation vs. Alton & Eastern et al. 

The Western Union Telegraph Company has been permitted 
to intervene in valuation No. 875, in re valuation of Philadelphia 
& Reading et al. 

The United States Cast Iron Pipe & Foundry Company hag 
been permitted to intervene in No. 18431, Sub. No. 1, Warren 
Foundry and Pipe Company vs. New Haven et al. 

The order entered in No. 16323 (and Sub. Nos. 1, 2, and 3), 
Scott County Milling Company et al. vs. Butler County et al., 
which was by its terms made effective September 10, 1926, and 
subsequently modified so as to become effective on October 9, 
1926, has been further modified so that it will become effective 
on November 9, 1926. 

The motion of defendant, Norfolk and Western, to dismiss 
the complaint and cross-complaint in No. 18347, The Columbus 
Railway Power and Light Company vs. Norfolk and Western et 
al., has been denied. 

The Brooks-Scanlon Corporation has been permitted to in- 
tervene in No. 18364, Georgia Public Service Commission vs. 
Atlantic Coast Line. 

The time prescribed in Finance Docket No. 5359, construc- 
tion of line by Venice, Englewood & Southern, has been ex- 
tended to March 31, 1927, and March 31, 1928, respectively, within 
which the Venice, Englewood & Southern Railway shall com- 
mence and complete the construction of the line of railroad 
authorized therein. 


PETITIONS FOR REHEARING, ETC. 


The West Texas Chamber of Commerce, East Texas Cham- 
ber of Commerce, and Dallas (Texas) Chamber of Commerce 
have asked the Commission for permission to intervene in No. 
14781, and Sub. Nos. 1, 2 and 3, Oklahoma Traffic Association 
et al. vs. Alabama Great Southern et al., and also that the 
Commission enter an order reopening these proceedings for fur- 
ther oral argument on the question of minimum weishts or, in 
the event a 60,000-pound minimum be prescribed after reargu- 
ment, a revision downward of the scale of rates prescribed 
or, in the alternative, for a rehearing on the question of minimum 
weights, and level of rates. 

The defendants in No. 15245, Anderson Taylor Company et 
al. vs. Atchison, Topeka & Santa Fe et al., have asked the 
Commission to grant a rehearing of this case upon the record 
as made, or, in lieu thereof, grant a further hearing in order 
to establish a more adequate record. 

The defendants in No. 17262, J. Nooney & Company, Inc., vs. 
Pennsylvania et al., have asked the Commission for re-opening, 
argument, and postponement of effective date of the order. 

The complainant in No. 17075, the Peninsular Stove Com- 

pany vs. Michigan Central Railroad, has asked the Commission 
to vacate and set aside the order entered in said cause on June 
22, 1926, and grant a rehearing therein. 
The Salt Lake & Utah Railroad, by Henry I. Moore and 
D. P. Abercrombie, receivers, has asked the Commission to re- 
open No. 18120, Salt Lake & Utah Railroad vs. Santa Fe et al., 
and I. and S. No. 2458, restrictions, routing on westbound trans- 
continental traffic via Salt Lake & Utah Railroad, for reconsid- 
eration of and reargument upon the report of division 3 therein, 
decided August 20, 1926. 

The complainants in No. 15630, W. B. Ahern Brokerage 
Company et al. vs. Atlantic Coast Line et al., has asked the 
Commission to grant a rehearing therein, and that it enter such 
further order or orders in the premises as to it may seem rea- 
sonable and just. 


The Director-General, defendant in No. 10804, Barnett Oil 
& Gas Co. vs. Director-General, as agent, Louisville & Nashville 
et al.; No. 11926, Cannon Manufacturing Co. vs. Director- 
General ,as agent, and Southern Railway; No. 12101, West- 
ern Newspaper Union vs. Mjirector-General, as agent, 
Adirondack & St. Lawrence et al.; No. 12233, Hudson 
Mule Company et al. vs. Director-General, as agent, Santa Fe 
et al.; No. 13051, R. L. Abbott et al. vs. Director-General, as 
agent, Chicago, Rock Island & Pacific et al.; No. 13249, Seneca 
Fibre Products Co. vs. Director-General, as agent; No. 13715, 
Fairmont Creamery Co. vs. Director-General, as agent; and 
No. 14329, Nebraska Bridge Supply & Lumber Co. vs. Director- 
General, as agent, has asked the Commission to dismiss the 
complaints for lack of prosecution. 

The defendant in No. 13289, Sub. No. 2, Mark McFadden vs. 
Diretcor-General, as agent, and No. 13289, Sub. No. 4, Schmied 
Coal & Lumber Co. vs. Same, has asked the Commission to 
reopen these proceedings and dismiss the complaints. 

The complainants in No. 15614, Elberta Crate Company vs. 
Atlantic Coast Line et al., have filed a statement in connection 
with petition of carriers to the Commission for interpretation 
and clarification of order entered under date July 20. 

The complainant in No. 17060, Frohman Chemical Company 
vs. Baltimore & Ohio et al., has asked the Commission to reopen 
and grant to them and all parties to said case the privilege of 


— argument upon the present record before the full Commis- 
sion. 
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The Director-General, defendant in No. 11858, Sub. No. 1, 
Crown Willamette Paper Company vs. Director-General, as agent, 
Willamette Navigation Company et al., and No. 14891, Sub. No. 
1, Edward M. Fowler vs. California Southern Railway, Director- 
General as agent, et al., has asked the Commission to dismiss 
the complaint for lack of prosecution. 

The complainant in No. 17126, Marion Machine, Foundry 
& Supply Company vs. Big Four et al., has asked the Commis- 
sion to reopen the same for rehearing, reargument or reconsid- 
eration. 

The defendant in No. 12923, Pioneer Lumber Co. et al. vs. 
Director General, as agent, and Northern Pacific, and in No. 
13036, Cayuga Operating Co., Inc., vs. Director General, as agent, 
has asked the Commission to dismiss the complaint for lack of 
prosecution. 

The complainant in No. 16724, Manassa Timber Co. vs. 
Louisville & Nashville et al., has asked the Commission to grant 
a reargument therein, and that the Commission orders herein 
made be reversed, and that such further orders be issued as 
shall, in the Commission’seopinion, appear reasonable and just. 


SUSPENDED TARIFFS 


In I. and S. No. 2768, the Commission has suspended from 
October 1 until January 29 the operation of certain schedules 
as published in the following tariffs: 


Atlantic Coast Line R. R. Co., 
No. B-2182; Supplement No. 12 to I. Eb 
No. 2 to I. 'C. C. No. B- 2408; Norfolk poids | ae 
No. 3 to L.. C. C. No. A-267; zs 
A-495; Pennsylvania R. R. Co., 


_ Peperent _. ae 40.2... CC. 
No 


B-2346; Supplement 
Co., Supplement 
C. i Nos. A-492, A- 493, A-494 and 
G. O., I. C. C. No. 14499. 


The suspended schedules propose to restrict the transit rules 
in the Norfolk-Portsmouth, Va., district, which provides for the 
absorption of switching charges on lumber, cotton, cottonseed 
products, etc., by providing in general that the transit operator 
must hereafter pay the outbound switching charge on shipments 
transited at points on the Norfolk & Portsmouth Belt Line 
Railroad. 

In I. and S. No. 2769, the Commission has suspended from 
October 1 until January 29 the operation of certain schedules 
as published in supplement No. 6 to Merchants’- and Miners’ 
Transportation Company’s tariff I. C. C. No. 1088. The sus- 
pended schedules propose to cancel the commodity rates on 
bark and wood extract from Lynchburg, Va., to Boston, Mass., 
Providence, R. I., and interior New England destinations via 
rail-and-water, or rail-water-and-rail routes, and to apply higher 
class rates in lieu thereof. The following is illustrative: 


From Lynchburg, Va., to Lawrence and Peabody, Mass., present, 
carload, 3414; less than carload, 3844—proposed, carload, 37; less than 
carload, *51—t72%. 


*Powdered. . fLiquid. 


In I. and S. No. 2770, the Commission has suspended from 
October 2 until January 30 schedules as published in supple- 
ment No. 7 to Chicago, Milwaukee & St. Paul I. C. C. No. B-5273. 
The suspended schedules propose to increase the class rates 
between Sioux Falls, S. D., and certain points in Iowa and South 


Dakota. The following is illustrative, class rates in cents per 
100 pounds: 
Classes _ 
Between Sioux Falls, S. D., and 1 2 3 4 A B 
Howarden, Ia....Present ...... 301% 251% 20% 16 11 12% 11 
Proposed .....31% 27 214% 417% #%13% 14 iy 
Elk Point, S. D..Present........33% 28% 22%, 17 11% 12% 11% 
Proposed ..... 35 30 24 20 15 14% 12 


In I. and S. No. 2771, the Commission has suspended from 
October 4 until February 1 schedules as published in Toll’s 
I. C. C. No. 1176. The suspended schedules propose to restrict 
the joint through rates on imported silk, less than carloads, 
from Pacific coast ports to eastern and southern transconti- 
nental destinations, so that they will not apply to stations lo- 
cated on, or via the following carriers: Alabama Great South- 
ern R. R.; Cincinnati, New Orleans & Texas Pacific Ry.; Georgia 
Southern & Florida Ry.; New Orleans & Northeastern R. R.; 
Northern Alabama Ry.; Southern Ry.; and the Western Mary- 
land Ry. This will have the effect of forcing this traffic to move 
upon higher combination rates, or via express. 


In I. and S. No. 2772, the Commission has suspended from 
October 6 until February 3, schedules as published in supple- 
ment No. 6 to Seaboard Air Line I. C. C. No. A-7057. The sus- 
pended schedules propose to revise rates on cabbage, potatoes 
and other vegetables from east Carolina division stations of 
the Seaboard Air Line in South Carolina to Chicago, IIll., Indi- 
anapolis, Ind., Milwaukee, Wis., and other points taking same 
rates, in Central Freight Association territory, which would 
result in both increases and reductions. The following state- 
ment of rates from Georgetown, S. C., is illustrative: 


Rates in cents per 100 pounds, on cabbage, C. L., 
Iil., present 66.3, proposed 83; Indianapolis, Ind., present 64.2, pro- 
posed 75; Milwaukee, Wis., present 83.3, proposed 86; on potatoes, 
eG. te. to Chicago, Tl, present 55.1, proposed 70; Indianapolis, Ind., 
present 51.4, proposed 62; Milwaukee, Wis., present 58.4, proposed 73. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 
igests of National Reporter 


(Digests taken from Reporters and Dig 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Court of Appeals of Ohio, Hamilton County.) In action by 
company who had financed production of certain furniture 
against railroad for wrongful delivery to buyer of shipment 
consigned to plaintiff’s agent, refusal to permit buyer to be 
made a party defendant under Gen. Code, sec. 11318, held not 
error.—Pittsburgh, C. C. & St. L. Ry. Co. vs. Guarantee Finance 
& Securities Co., 153 N. E. Rep. 166. 

Consignor, financing production of furniture to whose agent 
shipment was consigned, held entitled to recover full value of 
such consignment from railroad company which wrongfully 
delivered it to buyer, irrespective of amount which buyer had 
paid manufacturing company.—lIbid. 

Admission of incompetent evidence held not prejudicial to 
carrier in action for unauthorized delivery of goods to another 
than consignee.—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 


(Supreme Court of Florida.) In an action at law by the 
consignor against a common carrier for delay in delivery and 
damage to the contents of a car of crate material, where the 
evidence shows that usual time required for transportation of 
a car from the receiving point to the destination point is 24 
hours, and that the shipment did not arrive at destination for 
several days, and that it arrived in a different car from the one 
in which it left shipping point, having been transferred because 
of accident en route, and that the consignee refused to receive 
car on account of delay and the damaged condition of contents, 
such evidence is sufficient to take the case to the jury, and to 
support a verdict for the plaintiff—Atlantic Coast Line R. Co. 
vs. Mach et al., 109 So. Rep. 457. 

Where evidence shows that crate material was to be used 
for the shipment of citrus fruit and that delivery of material 
was delayed by the common carrier, defendant in an action by 
shipper for delay in transportation, evidence as to the date of 
closing of citrus fruit shipping season is admissible to illustrate 
— of the material at the time of arrival at destination. 
—Ibid. 

Testimony of consignor of crate material which he delivered 
to common carrier for transportation that, on account of delay 
in delivery by the common carrier, he delivered by truck to the 
consignee other crate material during the time the shipment 
should have arrived, is material, as tending to show delay on 
part of common Ccarrier.—Ibid. 

Unnecessary words in a charge of the court which do not 
tend to improperly influence the jury in consideration of the 
evidence and are not prejudicial to the complaining party are 
not reversible error.—lIbid. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter l 
System, —— by West Publishing Co., St. Paul, Minn. | 


opyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court, W. D. Louisiana, Lake Charles Division). 
Under Judicial Code, Sec. 24 (Comp. St. Sec. 991), giving District 
Courts jurisdiction of “all suits and proceedings arising under 
any law regulating commerce,” such court has jurisdiction of an 
action to recover freight on an interstate shipment, without re- 
gard w the amount involved. (Gulf, C. & S. F. Ry. Co. v. 
Beatty Brokerage Co., 138 Fed. Rep. (2nd) 950). 

Railroad company held entitled to recover freight from the 
owner of a shipment not received by the consignee, though no 
formal notice was sent to defendant, because the shipment was 
billed by another and defendant’s address was not shown by the 
bill of lading, but it otherwise obtained knowledge of the 
situation.—Ibid. 

(Circuit Court of Appeals, Ninth Circuit). Under Trans- 
portation Act 1920, Sec. 206 (c), the Interstate Commerce Com- 
mission could not award reparation to shipper of goods from 
eastern points to San Francisco and Seattle for export, who 
were required to pay the domestic rate rather than the lower 
export rate, because they had not complied with regulations 
promulgated by the carrier for obtaining the lower rate, there 
being no complaint of the rates, as such, and no finding that 
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the regulations, the object of which was to prevent congestion 
at ports, were unreasonable, but the general necessity for and 
propriety of them being conceded, and the Commission being 
merely of the opinion that the application of the regulations to 
the particular shipments would work injustice, as they did not 
contribute to congestion any more than if there had been com- 
pliance with the regulations; the published tariffs, of which the 
regulations are part, being binding on the Commission, unless 
found to be unreasonable. (Mellon, Director of Railroads, v. 
Erb et al, 138 Fed. Rep. (2nd) 752). 


Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
and Digests of National tiga 


(Digests taken from Reporters 
System, published by West Publishing Co., St. Paul, 
Copyright by West Publishing Co.) 





(Circuit Court of Appeals, First Circuit). Where, after 
operating a vessel owned by the Shipping Board under a char- 
ter containing an option to purchase, a sale contract was pre- 
pared and signed by the Shipping Board, and the charterer, 
while not signing it because of objection to one of its provisions, 
afterward modified, paid the initial installment of the purchase 
price and continued to operate the vessel, such operation was 
under the new contract, the terms of which superseded those 
of the charter agreement. (United States v. Robins Dry Dock 
& Repair Co. et al., and three other cases, The Neponset Cases, 
13 Fed. Rep. (2nd) 808). 

Under Ship Mortgage Act June 5, 1920, Sec. Subsec. R. 
(Comp. St. Ann. Supp. 1923, Sec 8146% pp), a furnisher of sup- 
plies to a vessel is bound to inquire as to the authority of the 
person ordering to bind the vessel, and is chargeable, with 
knowledge of whatever such inquiry, made with reasonable dili- 
gence, would have disclosed.—Ibid. 

Under a provision of a contract for conditional sale of a ship 
by the Shipping Board, requiring the buyer “to carry a properly 
certified copy of this agreement with the ship’s papers, and take 
such other appropriate steps *** as will give notice to the 
world that the buyer has no right, power, nor authority to suffer 
or permit to be imposed on or against the vessel any liens 
which might be deemed superior to, or a charge against, the 
interest of the seller,” furnishers of supplies on order of the 
buyer are charged with notice of its want of authority to bind 
the ship, which they could have learned in the exercise of rea- 
sonable diligence by examination of the ship’s papers.—Ibid. 

Charter provision or contract of sale of a ship, that char- 
terer or purchaser “will not suffer nor permit to be continued 
any lien,” should be read as meaning that he will not suffer 
any lien, nor permit one to be continued should it arise under 
the law, as for wages, or in case of salvage or collision.—Ibid. 

Freight is incident to the ship, and there can be no maritime 
lien on freights if there is none on the ship.—Ibid. 

On retaking a ship from a purchaser by the United States, 
before delivery of her cargo, for breach of the contract, the 
right of the purchaser to the freights terminated, and vested in 
the United States.—Ibid. 


District Court, S. D. New York). While acknowledgment 
of receipt of goods in good condition in a bill of lading and 
proof that they were in bad condition when delivered makes a 
prima facie case of damage during the voyage, it does not shift 
the burden of proof to establish that fact, which rests on the 
shipper in a suit against the ship. (Pan-American Hide Co., 
Inc., v. Nippon Yusen (Kabushiki) Kaisha, The Toyohashi Maru, 
13 Fed. Rep. (2nd) 871). 

An exception in a bill of liability for “decay” apples, not 
only to inherent decay, but to decay due to any cause, as sea 
water, unless it is shown that the water entered through negli- 
gence of the ship.—Ibid. 

If damage to cargo falls within the language of an uncondi- 
tional exception in the bill of lading, prima facie the ship is 
excused, and the burden rests on the shipper to prove negli- 
gence.—Ibid. 


MOTOR VEHICLE DECISIONS 


An unsuccessful attempt to get around the Colorado law re- 
quiring motor vehical common carriers to obtain certificates of 
public convenience and necessity from the Colorado commission 
has been revealed in a decision of the Colorado Supreme Court 
in the case of Davis vs. Colorado, according to a bulletin sent 
to members by John E. Benton, general solicitor of the National 
“Association of Railroad and Utilities Commissioners. In his bul- 
letin Mr. Benton said: 


Davis had applied for a certificate and been refused. He 
then organized a shippers’ association, composed of 90 per cent 
of the shippers of freight in the territory he desired to serve. 
Dues were $1 per year, which few paid. With this association 
he made a contract binding him to haul only for those who be- 
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longed to it, but he accepted shipments from and to members 
to and from non-members. He charged all regular rates, based 
on weight and mileage, and maintained his own warehouse, and 
carried indemnity insurance to protect his patrons. I quote from 
the opinion of the court: 

“Contrary to popular opinion, mere schemes to evade law, 
once their true character is established, are impotent for the 
purpose intended. Courts sweep them aside as so much rubbish. 

“In determining whether a business is that of a common 
carrier, ‘the important thing is what it does, not what its char- 
ter says.’ Terminal Taxicab Co. v. Kutz et al, 241 U. S. 252, 3¢ 
S. Ct. 583, 60 L. Ed. 984, Ann. Cas. 1916D, 765. A service may 
affect ‘so considerable a fraction of the public that it is public 
in the same sense in which any other may be called so. *** The 
public does not mean everybody all the time.’ Id. 

“Had defendant made all save one of the shippers of freight 
in that territory, or all purchasers of postage at any post office 
therein, members of the association, and claimed that such 
limitation converted an otherwise public into a private carrier, 
the contention would be so absurd as to be instantly rejected. 
But the reasons for that rejection would be the identical reasons 
which demand rejection of defendant’s contention, in the instant 
case: (a) The proportion of the public served is so large as to 


be the public; (b) the limitation is a mere device to hoodwink 
the law.” 


In Arkansas vs. Independent Bus Line, decided by the Ar- 
kansas Supreme Court, Mr. Benton said it was held that statutory 
power to regulate did not imply power to require procurance of 
a certificate of public inconvenience and necessity. Continuing, 
he said: 


The statute provided: “The jurisdiction of the commission 
shall extend to and include all matters pertaining to the regula- 
tion and operation of all common carriers.” 

The commission made a rule as follows: 

“No person or motor transportation company shall begin to 
operate any motor-propelled vehicle for the transportation of 
persons or property, or both, for compensation between fixed 
termini or over a regular or irregular route in this state with- 
out first obtaining from the railroad commission a certificate 


declaring that a public convenience and necessity require such 
operation.” 

I quote from the opinion: 

“If such authority (to require a certificate) exists in the 
railroad commission, it is by necessary implication from lan- 
guage used in the statute. The language is not broad enough 
to justify the implication. ‘Regulation and operation’ does not 
import the right of denial or the right to grant an exclusive 
franchise or permit, which, in effect, involves a denial to some. 
‘Regulation’ is not synonymous with a ‘prohibition,’ and a dele- 
gation of the authority by the legislature to regulate does not 
imply authority to prohibit. *** We think the legislature never 
intended for such an implication to be drawn from the language 
used in the statute, for the reason that the act in which the 
section appears specifically repealed sec. 13 of the act 571 of the 
Acts of 1919, which conferred authority on the Arkansas Corpor- 
ation Commission (now abolished) to grant certificates of con- 
venience and necessity to public service corporations. The 
specific repeal of such power indicates very clearly that the 
Legislature had no intention of again conferring the power upon 
the new body through inference or implication.” 


. Mr. Benton, referring to motor vehicle decisions as to which 
he recently issued bulletins (see Traffic World, Oct. 2, p. 753), 
said he had been advised by Paul Walker, counsel for the Okla- 
homa commission, that the constitution of Oklahoma specifically 
provided for such review as was accorded by the Supreme Court 
of Oklahoma in Ex Parte Tindal. Mr. Benton said that fact, of 
course, distinguished the case from the Maryland case in which 
it was held that the reasonableness of a decision of the state 
commission granting or refusing a certificate of public con- 
venience was not subject to judicial review. 


SERVICE ORDER PROSECUTIONS 


The Commission has been advised of the final disposition of 
the criminal prosecutions initiated by it against the P. Koenig 
Coal Co. and Michigan Portland Cement Co., alleging violation 
by them, of its service order No. 23, issued in 1922, for the gov- 
ernment of the movement of coal to preferred users. According 
to the information sent to the Commission, Mr. Koenig, in 
Judge Tuttle’s court at Detroit, has pleaded guilty to ten counts 
and has been fined $10,000; President Potter, of the cement 
company, has pleaded guilty to five counts and has been fined 
$5,000. ; - 

In the trial of those cases Judge Tuttle sustained demurrers 
to the indictments. The government took the law question to 
the Supreme Court of the United States and won its contention 
that it had issued an order with the effect of law and that the 
Michigan defendants had received concessions by diverting coal 
billed to preferred users to users in the lower classes. 

A phase of the general subject is still pending in the court 
at Cincinnati to argue on which, October 5, J. H. Bonneville, of 
the Commission’s Bureau of Inquiry, was assigned. That prose- 
cution is against Edward P. Avent, Jr. He pleaded guilty and 
was fined $2,000. The present phase of the subject is presented 
by a motion in arrest of judgment based on a contention that the 


order in question was beyond the power of the Commission to’ 


enter. In behalf of Avent attention is called to the fact that the 
national coal emergency act of September 22, 1922, which was 
in effect for one year, was not passed until two days after serv- 
ice order No. 23 was rescinded or canceled. It is the Avent con- 
tention that power was not given to the Commission until the 
passage of the so-called emergency act and that the service 
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order assumed to set aside parts of the interstate commerce act, 
to do which the Commission had not been empowered. The 
Commission’s contention is that the Koenig and Michigan 
Cement cases disposed of all such questions. 


EASTERN CLASS RATES 


The Commission, through Secretary McGinty, has issued a 
notice to persons interested in No. 15879, Eastern Class Rate 
Investigation, outlining the immediate future program in respect 
of that matter, as follows: 


As has been stated in previous announcements, briefs in the 
above-entitled proceeding will be due November 1, 1926. Thirty copies; 
of each brief must be filed with the Commission. Service lists will 
be sent to all persons from whom requests for same have been or may 
hereafter be received. ‘ 

After the filing of briefs a tentative report will be issued, and 
the respondent carriers will make a revenue test based on such rates 
as may be proposed in that report. This test will embrace class-rate 
traffic involved in the proceeding waybilled on 12 days during 1925, 
viz., one Monday in January and April, one Tuesday in July and 
October, one Wednesday in February and May, one Thursday in 
August and November, one Friday in March and June, and one Satur- 
day in September and December. In computing distances between 
points in trunk line territory for the revenue test the carriers after 
conferring with Chairman Eastman have decided to follow the rule 
prescribed in Southern Class Rate Investigation, 113 I. C. C. 200, 206, 
to the effect that the shortest routes shall be used over which carload 
traffic can be moved without transfer of lading. 


SOUTHERN CLASS RATES 


Chairman Eastman, in charge of No. 13494, Southern Class 
Rate Investigation, has issued the following notice to all con- 


cerned in that case, in regard to petitions filed with the Com- 
mission: 


The Commission is in receipt of a petition (1) filed on behalf 
of the American Short Line Railroad Association, praying for a modi- 
fication of finding No. 13 in its supplemental report on reconsidera- 
tion in this proceeding, 100 I. C. C. 300, in so far as it relates to 
rates to and from points on weak or short lines. There has also 
been received a petition (2) filed on behalf of the Louisville, Hender- 
son & St. Louis Railway Company, praying for such modification 
of the findings in the same report as will permit that carrier to con- 
tinue in effect the present class rates between points on its line and 
points in official territory. 

Representatives of carriers, shippers, or other parties to the 
proceeding who desire to comment upon either or both of these 
petitions prior to action by the commission may do so by filing state- 
ments in writing on or before October 20, 1926. The commission 
prefers that such statements be printed, but they will be received in 
mimeographed form if time limitations make printing impracticable. 
Fifteen copies should be supplied to the commission and 10 copies 
to Charles Barham, chairman of the Southern Freight Association, 
101 Marietta St., Atlanta, Ga. In the case of petition (1) 10 copies 
should also be sent J. A. Streyer, American Short Line Railroad As- 
sociation, 101 Marietta St., Atlanta, Ga. In the case of petition (2) 
10 copies should be sent to D. Lynch Younger, 814 Transportation 
Bldg., Washington, D. C., attorney for the Louisville, Henderson & 
St. Louis Railway Company. In case copies of these petitions have 
not been served upon all parties to the proceeding who have an in- 
terest in them, copies may be obtained by sommunicating with either 
Mr. Streyer or Mr. Younger as the case may be. 


The Columbus & Greenville Railway Company has filed a 
petition with the Commission asking for the modification of 
finding 13 in No. 13494, the Southern Class Rate Investigation, 
100 I. C. C. 653, and 109 I. C. C. 309, in accordance with the 
petition of the American Short Line Railroad Association. It 
said that it believed the modification would not only be to the 
interest of the applicant but also to the interest of other so- 
called weak or short lines and also to the public’s interest. 





LUMBER SHIPMENTS 


Reports by telegraph to the National Lumber Manufacturers’ 
Association from 370 representative softwood, and 121 of the 
chief hardwood, mills distributed over all the great lumbering 
regions of the United States, for the week ended October 2, 
indicate that the lumber industry is in a seasonally normal 
condition, with production and new business slightly below the 
previous week’s, accompanied by a pronounced increase in ship- 
ments. There is little change from the corresponding period 
a year ago. 

Owing to the great disparity in the number of hardwood 
mills reporting, it is impracticable to make a comparison with 
reports for the previous week. 

The following table compares the softwood lumber move- 
ment, as reflected by the reporting mills of seven regional asso- 
ciations, for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1925 1926 (Revised) 
TL canoer cestecewns 352 353 341 
PYOGUCUION o6<cccccces 232,955,146 234,095,962 235,316,249 
SINIIEN isvibaees cc’ 254,090,852 246,368,043 234,652,882 
Orders (New Bus.).. 225,681,257 228,383,502 230,951,167 


The following revised figures compare the softwood lumber 
movement of the same seven regional associations for the first 
thirty-nine weeks of 1926 with the same period of 1925: 


Production 
9,321,439,867 
Sore e eatwewnaiwegat ire 9,363,520,658 


Shipment 
9,566,322,674 
9,292,200,971 


Orders 
9,570,365,877 
9,127,914,500 
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Terminal Freight Services and Allowances 


Tenth of a Series of Sixteen Articles on This Subject, Written for The Traffic World, by 


G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and Transportation 
University of Pennsylvania 


Switching—Part | 

The term, “switching,” includes several more or less clearly 
defined services performed by rail carriers within certain limits 
at terminal areas. The services include the movement of freight 
cars between points within the switching limits of the terminals, 
either as a supplementary or auxiliary service in connection 
with the road haul movement of the cars, or as a separate 
transportation service without any connection with a prior or 
subsequent line haul movement. There is an unfortunate con- 
fusion of terms in distinguishing between the various forms of 
switching service, so that a statement of the terms generally 
used is necessary before proceeding with an analysis of the 
rules and regulations promulgated by the railroads in their 
switching tariffs. 

“Switching” is sometimes used as the term describing the 
work of the yard train crews of the carriers in “making-up” cars 
into trains at the originating points. This includes the place- 
ment of the empty freight car on the public team track, freight 
station house track, or private team track for loading the move- 
ment of the loaded yard to the classification yard, the “drilling,” 
or shifting, or switching of the unclassified cars in the yards, 
the classification of the cars, according to type of freight, route, 


are usually made on a different basis, depending on whether the cars 
switched within the plant confines are to be or have been previously 
moved in line haul service. Lower switching rates are made if the 
freight has moved or is to move in line haul service than when no 
such service has been given or is contemplated. This type of switch- 
ing movement within plants, works, or mills, must not be confused 
with the spotting service, which includes the placing of cars at the 
delivery points within the plants by the carriers or by the motive 
power of the industries for the carriers, the return of empty cars, 
and the outward movement of loaded cars. 

4. The spotting of cars on private sidings, referred to above, 
is sometimes included within the general term of switching, and it 
is a distinct type of switching service. 

5. A special form of switching service is used by the carriers at 
terminal yards or intermediate junctions in order to deliver to or 
receive carload freight shipments from connecting lines. This form 
of switching is known as interchange switching service. 

6. A distinction is sometimes made by traffic and transportation 
writers between inter-terminal and intra-terminal switching. The 
former service is the movement of cars from one point to another 
within the same terminal when the points are located on separate 
lines of railroad serving the terminal district. Intra-terminal switch- 
ing is the movement of cars between points or locations both of 
which are within the boundaries of the same switching limits of the 
terminal areas and both places located on the same line of railroad. 

7. Another term used in connection with switching is ‘‘industrial 
switching.’’ This form of switching service is a general term some- 
times used to designate the switching of cars within the confines 
of an industrial plant, works, or mill referred to above as intra- 


Commodity 
Carloads 


All articles. 


All articles orig- 
inating in Ches- 
ter, Pa., district. 


All articles orig- 


inating in Ches- 
ter, Pa., district. 


All articles. 


From 


McCall’s Ferry, Pa. 


Public Sidings, Lans- 
downe, Pa. 


Private Sidings on 
P. R. R. between Rid- 
ley Creek and Stoney 
Run Creek, Pa. 


Private Sidings on 
P. R. R. between Rid- 
ley Creek and Stoney 
Run Creek, Pa. 


Junction of Reading 
Co. at Chester, Pa. 
When coming from 
points on Reading Co. 
and connections be- 
yond Chester, Pa., and 


Extraordinary Switching Charges—Table No. 1 


Holtwood, Pa. 


Public sidings, Fern- 
wood, Pa. F 


Private sidings on 
P. R. R. between Rid- 
ley Creek and Stoney 
Run Creek, Pa. 


Private sidings on 
Reading Co. tracks at 
Chester, Pa., and Mar- 
cus Hook, Pa., be- 
tween Ridle Creek, 
Pa., and aaman’s 
Creek, Del. 


Private sidings on 
4 . . at Marcus 
Hook, Pa., between 
Stoney Run Creek, 
Pa., and Naaman’s 
Creek, Del. 


P. R. R. interstation 
switching. 


P. R. R. interstation 
switching. 


P. R. R. single line 
switching. 


P. RR. R.-Reading 
Co. joint line switch- 


Reading Co.-P. R. R. 
joint line switching. 


Rate for Movement if 

Traffic Is to Pay or 

Has Moved at Road 
Haul Rates. 


27c per gross or net 
ton as freight is rated. 


53c per gross or net 
ton as rated, minimum 
charge $6.30 per car. 


$6.75 per car. 
do not apply to traffic 
from or destined to 
water lines. 


$13.50 per car. Rates 
not applicable to traf- 
fic from or destined 
to water lines. 


$4.05 per car. Not ap- 
plicable to traffic from 
or destined to water 
lines. 


Rate for Switch 
Movement If Not 
Moved or to Be Moved 
at Road Hau! Rates 


38c per gross or net 
ton, minimum charge 
$6.30 per car. 


No switching rates. 


$8.10 per car. Rates 
do not apply to traffic 
from or destined to 
water lines. 


$16.00 per car. Rates 
not applicable to traf- 
fic from or destined 
to water lines. 


No switching rates. 
Not applicable to trf- 
fic from or destined to 
water lines. 





Marcus Hook, Pa. 


and destination, into trains for road movement by the line 
crews of the carriers. This use of the term also includes the re- 
classification or resorting of the cars at railroad yards along the 
line of route between the originating and destination points, 
the “breaking-up” of trains at destination yards, and the classi- 
fication and distribution of the cars to the consignees’ private 
sidings, public team tracks, and railroad freight station house 
tracks. This use of the term is commonly encountered in dis- 
cussion of the operating problems incident to car movement and 
it cuts across the other more specialized uses of the term in 
traffic parlance. 


Types of Switching 


The term, “switching,” as it is used in traffic terminology, 
includes several well-defined services: 


1. The switching of cars between points within terminal areas 
either before the goods have been shipped over lines of carriers or 
after they have received line service. This form of switching is 
sometimes referred to as “line-haul switching.’’ There is a further 


classification of this term into local and joint or inter-line switching 


depending on the use of one or more than one railroad in perform- 
ing the service. 


mee The movement of cars between points within the switching 
mits of defined terminal areas when the traffic has not received 


and is not to receive line-haul transportation service. Local switch- 
ng of this sort may be either single line or joint or inter-line. 
Intra-plant or intra-mill switching between points or loca- 


tions within the confines of the plant limits of the same mill or 
—s This sometimes refers to the switching of the cars about 
€ industries’ tracks by railroad motive power and sometimes by 
€ locomotives and train crews of the industrial establishments. In 
mittter case, tariffs of the carriers provide charges to be made for 
pro ching services after the cars have been placed once on the 
Per track locations within the mills or plants. These charges 





mill switching service, and the switching of cars from one industry 
to another both within the switching limits of the terminal area 
over the lines of the carriers withih the district. This form of 
switching service may be either interterminal or joint, or intra- 
terminal or single line. 


There is no uniformity in the use of terminology in con- 
nection with these various services which, in many cases, differ 
widely in nature and purpose. There is a real need for the 
clarification of the terms used in the tariffs of the carriers gov- 
erning the various phases of switching service. For the pur- 
poses of a systematic discussion of switching charges and the 
rules and regulations governing the services, the following clas- 
sification will be used to avoid confusion: 


1. Line-haul switching. 
Switching before or after line-haul service within switch-limits 
or terminals. : ' 
a. Inter-terminal or joint line switching. 
b. Intra-terminal or single line switching. 
ec. Interchange switching. 
2. Terminal switching. 
Local movement between points within terminal switching limits 
not incident or supplementary to line haul service. 
‘a. Intra-terminal or joint line switching. 
b. Intra-terminal or single line switching. 
3. Industrial switching. 
Switching of cars to, from or between mills, factories, works or 
plants within a terminal district. 
a. Spotting service 
Inter-terminal. 


b. Inter-mill or plant service | Sane-tereebenk 
ce. Intra-mill or plant service. 
General Switching Charges 
There is complete absence of uniformity in connection with 























































































































































































814 


any form of switching service as between railroads or between 
the terminals of the same railroads. In some cases, switching 
charges are assessed on the basis of a fixed charge a hundred 
pound or a net or gross ton, depending on the basis on which 
the freight is rated for line haul transportation, subject to car- 
load minimum weights a car, fixed by classification, exceptions 
to the classification, or tariff. In other instances, switching 
charges are applied on a per car basis, or per vehicle basis, if 
the freight is moved on its own wheels, without regard to mihi- 
mum weight per car or vehicle. 

The rates for switching usually are affected in amount by 
the nature of the traffic, the distance of the switch movement, 
the numbers of carriers involved in the movement, and the 
nature of the switching service, whether inter- or intra-plant 
line or supplementary switch or terminal switching movement. 
In any case, the charges assessed by the carriers for any form 
of switching service are freight charges and are published in 
tariffs. The switching charges, like all other charges for trans- 
portation service, are subject to the regulations of the Inter- 
state Commerce Commission, if performed in connection with 
interstate commerce, and of the state regulatory commissions, 
if rendered in local or intra-state commerce. The charges must 
be reasonable and must not unreasonably discriminate between 
or unduly prejudice shippers, localities, or kinds of traffic. 

The switching tariffs of the rail carriers are special service 


Commodity 
Carloads . 
Unless Shown 


From To 
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Stoney Run Creek, Pa., 

— Naaman’s Creek, 
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Empty barrels. on Private sidings on 


P. R. R. between Rid- 
ley Creek, Pa., and 
Stoney Run Creek, Pa. 


Private 
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Between private sid- 
ings on the P. R. 
R. between Stoney 
Run Creek, Pa., and 
Naaman’s Creek, Del., 
and sidings on P. R. 


Iron ore. 


R. between Ridley 
Creek and Stoney Run 
Creek, Pa. 









American Car and 
Foundry Co.’s siding, 
Wilmington, Del. 


Trolley cars 
when moved by 
shippers. 


Fourth Street yard, 
Wilmington, Del. 
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Stone. Public or private Wharf sidings, Port x Bis. Bee 14c per 2000 pounds. 14c per 2000 pounds, 
sidings on P. R. R.| Deposit, Md. minimum charge $6.30 
under jurisdiction of per car. 
agent at Port Deposit, 

Md. 
Sand, arriving Delaware River Steel] American Steel Foun- PR. 38c per 2000 pounds, 
at Chester, Pa.,}|Co.’s wharf, Chester, } daries’ sidings, Ches- minimum charge $8.10 
by water. Pa. ter, Pa. per car. 
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movements of all traffic excepting that which has paid or is to pay a 
road haul rate, as described above. This rate covers all single line 
terminal switch movements in the absence of specific rates applicable 
to the movement of designated classes of traffic. 

. A general rate or, rather, two general switching rates are 
made for intra-plant or intra-mill switch movements when performed 
by carriers after the first free placement has been made of loaded 
or empty cars on the private sidings. These rates are applied 
alternatively, depending on whether the freight has paid or is to 
pay road haul charges for prior or subsequent movements in the 
same cars. 


If the freight has paid or is to pay line haul or road service 
charges a switching charge of $2.70 a car is made for the move- 
ment. of cars from one location in the plant limits of one works 
or industry to another location within the confines of the same 
mill, works or industry. 

If the freight has not paid or is not to pay road haul 
charges, the general rate for this intra-plant or intra-mill switch- 
ing service is $3.15 a car. 

All of these general switching charges, applicable in the 
absence of specific charges for special movements, are in effect 
generally at all stations designated in the tariff publishing them. 
The charges are made without regard to the quantity of freight 
in the cars. 

Specific Switching Charges for Special Switch Movements 

Switching charges that differ from those generally applica- 
ble are made for movements that differ from the movements con- 


Rates When Traffic 

Has Not Paid or Is 

Not to Pay Road- 
Haul Rates 


Rates When Traffic Is 
to Pay or Has Paid 
Road-Haul Rates 


Via 











P. R. RR. $12.50 per car not 


applicable on freight 
to or from water lines. 





$13.50 per car. $16.00 per car. 











$6.30 per car. 





Junction P. 


Railroad freight a. 2 
and B. & O. R. R. at 


Sidings of American 





Scrap iron and Hog Island, Pa. 
steel, refuse lum- 


ber. 


Fort Mifflin, Pa. 


tariffs that publish additional charges to which line haul traffic 
is subject, unless provision is specifically made that the charges 
will be absorbed or taken out of the through line haul rate. 
Smaller roads usually publish one general switching tariff and 
as many special switching tariffs as their needs make necessary, 
while the larger roads often publish a number of sectional or 
divisional switching tariffs applying on traffic moving to, from, 
or between points on the division or geographical section of 
the road where the particular tariff applies. 


A typical switching tariff publishes charges that reflect the 
differences in switching rates caused by the nature of the move- 
ment or of the traffic. A general switching charge is provided 
to be applied in the absence of any specific switching rate apply- 
ing to the particular movement of freight. This general charge 
covers the switching of all commodities in carload lots, from 
public or private sidings located on the line of the carrier pub- 
lishing the tariff within the corporate limits of any city or 
town, or within the jurisdiction of one station agency of the 
carrier to public or private sidings in the same switching dis- 
trict or within the jurisdiction of the same station agency. 


1. A line switching charge of this general nature, when the 
traffic subsequently switched is to be or has been moved in the 
same car in line haul service and is to pay or has paid road haul 
rate. This same rate of $6.75 a car is applied on movements from 
one siding to another siding within the same switching limits when 
the traffic in the same car has paid or is to pay a road haul rate. 

2. A switching rate or $8.10 a car is made for terminal switch 





cars on own [ Car and Foundary Co. 
wheels. Wilmington, Del. at Wilmington, Del. 
Flint and feld- Junctions of Reading Siding of Golding & 
spar. Co. southside, Wil- | Son, Wilmington, Del. 
mington, Del. 





_— 


$2.70 per car. 


$18.00 per car. 


templated in the general switching arrangements to which the 
general charges are applied. A few of these extraordinary 
switching rates are shown in table No. 1. 

The switching charges shown in table No. 1 illustrate the 
special charges made for movements that differ from the cus- 
tomary single line switch movements between points within one 
terminal area or points within the jurisdiction of one freight 
agency. In this table, switching charges are shown on the fol- 
lowing extraordinary switching movements: 


__1. Movements between adjacent freight stations not in the same 
district. Varying rates dependent on distance. 
2. Joint line or inter-terminal switching movements in the same 


— area. Double straight intra-terminal single line switching 
rates, 


3. Single line or intra-terminal switching from junction of an- 


other road to private siding on the line of the switching road. Half 
the intra-terminal non-road haul rate. 


Special Commodity Switching Rates 


Special rates that differ even more widely from the normal 
or standard switching charges applying to all commodities for 
general inter-terminal or intra-terminal line haul or terminal 
switching are made on certain special classes of traffic. These 
commodity switching rates bear the same general relationship 
to the general switching rates that specific commodity road 
haul transportation rates bear to class rates. Like specific com- 





1G. O., I. C. C. No. 13909, Items 4, 5, 9, 10 and 11. 
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modity rates on road haul traffic, the specific commodity switch- 
ing rates are applied only when a specific item of the switching 
item removes the traffic from the generaly applicable level of 
switching rates. A, number of typical specific commodity 
switching rates are shown on table No. 2. 

The switching charges shown in table No. 2 illustrate varia- 
tions from the standard switching charges due to difference in 
the sorts of switch movements and kinds of commodities. These 
rates apply in lieu of standard switching or line haul transporta- 
tion rates in the instances provided in the tariff of the Penn- 
sylvania Railroad, which publishes the switching rates. 

In this list are illustrated instances of switching rates on 


the following forms of switching: 


_1.. Rail and water connection switching within a single station 
jurisdiction. 


2. Industrial switching between specified industrial plants in a 
terminal area. 


; . Specific commodity local terminal switching within one term- 
inal district. 


Special switch rates for vehicles moving on their own wheels. 
5. Interchange switch rates. 


6 Switch rates from one station to another in adjacent terminal 


— applied in lieu of line haul or road haul transportation 
rates. 


The carload minimum weights applicable in connection with 
switch movements of the specified commodities are those pro- 
vided by the classification applicable or by the commodity tariff 
publishing the line haul transportation rates at which the traffic 
is moved or to be moved. An exception is provided by the 
switching tariff, however, in cases of sand and stone, in which 
cases the carload minimum weights to be applied are the marked 
capacities of the cars. The official weights and capacities pub- 
lished in the Railroad Equipment Register govern.® 

The regulation of switching charges, the absorption of 
charges by the carriers, and the allowances for switching per- 


formed by industrial facilities are discussed in later articles of 
this series. 





*Ibid, Items 7, 13, 15, 28, 24 and 33. 
3See G. P. Conard, Agent, I. C. C.-R. E. R. No. 134 or reissues. 


FORD RAIL MERGER CASE 


The Trafic World Washington Bureau 


Counsel for the intervening minority stockholders of the 
Detroit, Toledo & Ironton Railroad Company, in a brief filed 
with the Commission in reply to exceptions filed by counsel 
for the company to the report of Examiner Molster recommend- 
ing disapproval of the proposed merger of the D. T. & I. and 
the Toledo-Detroit with the Detroit & Ironton, said the excep- 
tions were without merit and that the examiner’s report should 
be “approved, adopted and sustained in all respects.” (See 
Traffic World, Sept. 25, p. 680). 

“Certain alleged reasons are advanced by the petitioners 
for the claim that the proposed plan will be of benefit to the 
public,” counsel for the minority stockholders said. “It is our 
contention, which we believe is established by the history of 
the case detailed in our main brief, that these alleged reasons 
are merely a sham and that the plan was really conceived not 
in the interest of the public but for the previously manifested 
purpose of freezing out minority stockholders.” 

Counsel denied that the Detroit, Toledo & Ironton had a 
faulty financial structure as alleged by counsel for the appli- 
cant in its exceptions to the examiner’s report. 

“The applicant boldly tells the Commission it is none of its 
business how the minority are treated in this transaction,” 
counsel said. 

‘The financial colossus, perhaps imagining that he bestrides 
the world, is shocked that these pygmies dare to question his 
assumed right of power of eminent domain, by the confiscation 
of their stockholdings. They should, he maintains, be grateful 
that he throws them as largess $104.27 per share, because in 
former years the stock was worthless. What matter the de- 
crees of courts, the legal and equitable obligations of his fiduci- 
ary relationship, the interstate commerce act? What matter 
that the investments of these minority stockholders were made 
with the hard-earned money of early manhood and that they 
were investors in this property years before Henry Ford had 


Teached affluence? Out with these ‘unproductive stockholders’ 
by any device!” 


THOM ON R. R. CONSOLIDATIONS 


Alfred P. Thom, general counsel of the Association of Rail- 
Way Executives, has issued the following: 


Mr. Alfred P. Thom, general counsel for the Association of Rail- 
way Executives, calls attention to the following paragraph which 
appears in the issue of the United States Daily of Friday, Oct. 1: 
bi Carriers of the country are solidly behind the so-called Parker 

ll for railroad consolidation, Alfred P. Thom, general counsel for the 


Association of Railway Executives, declared orally Sept. 30, followin 
_ & conference with President Coolidge.” 7 a ’ . 


... Thom states that this is a misunderstanding of his state- 


are solidly 
It is 


oy It is not true that the carriers of the countr 
ehind the so-called Parker bill for railroad consolidation. 
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true that, if there is to be legislation on the subject, the railroads 
are in favor of a permissive, as contra-distinguished from a com- 
pulsory system. The Parker bill is a permissive measure, whereas 
the Cummins bill contains what may be termed certain elements 
of compulsion. Accordingly, the permissive measure is prepared over 
the compulsory one. 

Mr. Thom calls attention to the fact that he made a statement 
on the subject before the house committee on interstate and foreign 
commerce at the last session, which has been printed as a com- 
mittee document. In this statement he said: 

“I think it is fair to state to the committee that there is probably 
some difference of opinion among the railroad executives as to the 
desirability of consolidations. But my belief is that a very great 
majority of the executives think that it is a wise policy, if it is 
made permissive.’”’ 


BANKERS ON CONSOLIDATION 


This is an era of “justifiable consolidation” of railroads, in 
the opinion of a special committee of bankers, who Oct. 4 sub- 
mitted a detailed report on railroad consolidation to the Amer- 
ican Bankers Association in fifty-second annual convention at 
Los Angeles, Calif. 

The report, which had been in course of preparation for 
nearly a year, largely through the efforts of the chairman of 
the committee, John G. Lonsdale, president of the National Bank 
of Commerce in St. Louis, recites briefly the different epochs 
through which railroading has passed and says: “Now comes 
the time when the railroads must resume their processes of 
logical enlargement that the nation may keep step with its 
heritage of progress. Let us call it the era of justifiable con- 
solidation, or the adaptation to our common carriers of Amer- 
ica’s effective principle of massed production, or more correctly, 
transportation is in evolution toward massed distribution to 
care for the tremendous production developed by the unified in- 
dustrial growth of this stil young nation.” 

Associated with Mr. Lonsdale on the special committee, 
which was chosen from the commerce and marine commission 
of the Bankers Association, were John McHugh, president of 
the Chase National Bank, New York; Robert F. Maddox, chair- 
man of the Atlanta and Lowry National Bank of Atlanta, Ga., 
and Fred I. Kent, vice-president of the Bankers’ Trust Com- 
— of New York and head of the commerce and marine com- 
mission. 


At the beginning of the report, it is pointed out that “since 
the history of American progress parallels that of transporta- 
tion, and in order to maintain the pace of this wondrous age, 
the railroads must be placed in better shape to attract capital.” 
It is further asserted that the committee has approached its 
subject from an economic rather than a political angle and a 
warning is sounded that in the process of rail unification no 
one section of the nation should be permitted to gain an ad- 
vantage over another. The report continues: 


It is most apparent that logical consolidations are not nec- 
essarily a grouping by mere geographical lines, connecting dots 
on a map, or even coordinating sections without regard to 
whether these particular groups would harmonize and make a 
living. Bringing large properties together is a slow and diffi- 
‘cult process. After the financial and legal phases have been 
accomplished, the physical adjustments are perhaps the most 
difficult. There are the rights of local communities; the interest 
of labor; consideration for things dear to precedent. In Eng- 
land, many of these stumbling blocks have appeared, so it is 
taking a long time for the real economies to assert themselves. 

Nature and her products seem to be the real key to the 
situation; affiliation of routes endowed with a balanced pro- 
portion of raw materials and manufactured products, or any 
balanced exchange that supplies both-ways traffic; the coordi- 
nation of lines of reciprocal rather than identical needs, mini- 
mizing, through a diversity of traffic, the hazards of sectional 
or crop blights. 

Consolidation, then, should be considered from the stand- 
point of the natural flow of traffic, because no one railroad, nor 
any single railroad system in existence at this time, can pros- 
per on the traffic which both originates and ends on the rails 
of that system. Each system should be made so strong and self- 
reliant as to be able to withstand the vicissitudes resulting 
from all forms of depression. 

Unification brooks no disregard of economic laws, so that 
merging should be a deliberate, though delicate, task. Any rail- 
road gerrymandering would interfere decidedly with our com- 
mon prosperity. 

Any one-sided relationship, or the unwise assumption by 
the strong roads of the burdens of the weak, only leads to the 
breakdowns of credit in which the public must eventually foot 
the bill. In this connection it is estimated that there are some 
sixty to seventy thousand miles of railroad in the United States 
that cannot make a living. How much of this would enter into 
the unification plan is at the discretion of the Interstate Commerce 
Commission. However, it is not hard to realize the natural re- 
tuctancy of profitable railroads to tie up with unprofitable 
lines. Apply the same theory to any other business enterprise 
and the application hits close to home. Besides, the time when 
the abandonment of the truly unprofitable mileage of this coun- 
try would be a community calamity has passed with the com- 
ing of the motor truck, and it is just as unwise and unsound 
for losing railroads to be maintained by the public, as for any 
form of business to be publicly subsidized. 

Yet, this committee is deeply mindful of the fact that con- 
solidation must be done in a way to be beneficial, at least not 
detrimental, to the communities served by the railroads; and 
if, in the process of voluntary consolidation, important units 

are not included, then provision must be made to care for, the 
worthy ones. : 

But it is wrong alike with railroads, banks, grocery stores 
or shoe shops, or any business, to saddle a strong unit with 
an undeniably weak one. If it is fully established that the 
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ERIE RAILR¢ 


The Erie Railroad is recognized as the Great Freight Route for hPa 
an elaborate system of Package Cars which are operated daily from its pgtr 


The illustrations below (in the form of broadcasting stations) will bgue 
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THE ERIE RAILROAD MAINTAINS THE FOLLOWING FREIGHT TRAFFIC 4 


BUFFALO, N. Y., E. M. Kain, G.F.A. DETROIT, MICH., F. H. Dowle, GA. 
CHICAGO, ILL., J. G. Hill, G.F.A. EAST BUFFALO, N. Y., W. F. Walter, & 
CINCINNATI, 0., C. P. Morse, G.F. & P.A. ELMIRA, N. Y., A. W. Michelbach, D.F-A. | 
CLEVELAND, O., L. H. Geller, G.F.A. HUNTINGTON, IND., J. H. Hackett, D- 

COLUMBUS, 0., T. J. Williamson, G.A. INDIANAPOLIS, IND., 0. R. Davies, 6-4 
DALLAS, TEX., T. J. Martin, G.A. JAMESTOWN, N. Y., J. A. Cleveland, 6 
DAYTON, 0O., C. L. Farrell, D.F.A. KANSAS CITY, MO., E. C. Kannapell. ¢ 

DES MOINES, IA., G. F. Daniels, G.A. LOS ANGELES, CAL., L. A. Dwelle, GA. 
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road is a weak property, one of two things must eventually 
happen: it not able to earn operating expenses and taxes, it 
should be placed in the “observation ward,” with the view that 
it might be necessary to have it taken up and abandoned; or, 
if not able to earn something over expenses, its capital obliga- 
tion should be reasonably adjusted to its earning capacity. 


This latter course is especially advisable where unification 
of the strong with the weak seems imperative to prevent hard- 
ships to dependent communities. It would be unwise for such 
consolidations, undertaken to avoid abandonment, to-be effected 
on a basis of making a good the improvident or unfortunate in- 
vestments in the weaker road. 


The really profitable and logical small lines have a natural 
protection in a consolidation program, in that many of these 
short lines, with limited physical value, show substantial net 
incomes by reason of a profitable division of the through rate. 
Present law forbids duplication of facilities, so that, in the 
event of unification, the owners of the small lines are apt to 
receive favorable attention based on their incomes. 


Desirable groupings of this sort would adjust the inequal- 
ities of earnings among carriers, simplifying immeasurably the 
now vexing problem of short-line financing. For, while under 
the Transportation Act these dependents can borrow from the 
government surplus fund, the requirements are such that they 
could as well and as easily get the money from their bankers. 


The question of financial significance of. consolidation is 
-one that has naturally received much attention from this com- 
mittee. Frankly, we have encountered from the public no gen- 
eral opposition to or demand for consolidation. In its present 
form, it is properly a matter of moment to rail executives, 
stockholders, forward-looking business men, economists, states- 
men and financiers. The shippers are not voicing their con- 
cern if they have any, for the practical ones can see no immedi- 
ate rate amelioration, and rail service is admittedly of such 
standard now as to cause them little anxiety. 


But, this deduction of supreme importance is patent: A 
more complete transportation system is necessary for the pros- 
perity that is to be and to this end capital must be attracted 
to railroad investment. 


One economist has pointed out that 
14,400,000 corporate stockholders in the United States, as com- 
pared with 4,400,000 in 1900. But this increased public owner- 
ship did not go into the vital industry of railroading, for the 
holders of such stock ten years ago were 500,000 as compared 
with 800,000 Class 1 road security holders today. A pitiful in- 
crease by comparison to other utilities. 

It seems essential that the greatly improved credit of the 
railroads at present, so largely the result of efficient and eco- 
nomical operation, should not be impaired, but still further 
strengthened by the financial methods to be employed in ef- 
fecting consolidations. In general, we believe that the govern- 
ment, exercising such minute control of our common carriers, 
cannot escape—though no such tendency is noted—the respon- 
sibility of affording to the owners of rail property the legiti- 
mate expectation of every commercial propostion—a fair return 
on its value; and if the moderate return of 5.75 per cent per- 
mitted but not guaranteed, which few roads have reached, is 
wholly inadequate to attract capital to the enterprise of trans- 
portation, adjustments should be made on the average of five- 
year instead of one-year periods. This, with the patent influ- 
ence of consolidation diffusing the earnings in such a way as 
to make a more even distribution of the revenue paid by the 
public for transportation, should restore much of the attractive- 
ness of rail securities. 

Railroad executives and the Interstate Commerce Commis- 
sion may be relied upon to protect the growing confidence of 
the investing public by not increasing the ratio of debt to 


equity by sanctioning any unwise combination of ill-assorted 
elements. 


All proposed natural consolidations so far have clearly and 
properly laid out the terms and financial arrangements upon 
which the consolidation was to be effected. Every such plan 
has provided for the issuance of capital securities (stocks or 
bonds) and the exchange of the new securities for the stocks 
and some or all of the bonds of the corporations to be merged. 
For the protection of the investing public, no other plan should 
be considered, for there cannot be a genuine plan of consolida- 
tion if the properties do not indicate the common denominator 
to which new securities are to be reduced and the ratios on 
which the old and new securities are to be exchanged. 

The benefit most certainly to be counted upon is that of 
improved and more efficient transportation service. The ad- 
vantages of coordination in train schedules, car supply, etc.; 
or substitution of one-line hauls for two line or three-line 
hauls; of the better distribution of fuel supply; of the more 
complete utilization of equipment, of terminals; elimination of 
switching; standardization of materials and concentration of 
purchases, are obvious. There will undoubtedly be some sub- 
stantial economies in the elimination of inter-line accounting, 
doing away with the wasteful forms of. competition; in unde- 
sirable duplication of capital expenditures, and so on. But, in- 
asmuch as the great bulk of a railroad’s expense is the wages 
of labor and cost of materials and supplies, and knowing that 
rates must suffice to yield a fair return on the value of the 
property devoted to transportation—factors which cannot be ma- 
terially changed by consolidation—this committee deprecates 
urging, as a reason for unification, that a material reduction of 
rates will follow. 

There may be—although the promise seems remote—a bet- 
ter basis for a new national rate policy in a country of fewer 
but larger rail units. Custom and precedent seem to have given 
us our rate fabric and its attendant conflict for advantage of 
section against section, industry against industry. 
a fundamental revision would unification aid, because, as now 
practiced, a much. larger percentage of the tonnage is shipped 
on the commodity rates established for the development of 
various industries and sections than on the so-called classifica- 
tion rate basis. 

Consolidations should not be of such magnitude as the make 
it difficult for the system to be developed and operated by a 
single management. That roads can reach a point where size 
does not increase efficiency and economy of operation is shown 
by the general figures for 1922. As the size of the system in- 
creases, the ratio of expense of the central organization appears 
to decrease until the ratio of 2.50 per cent is reached. Past 
this point, regardless of the size, the reduction ceases. 

The limit of mileage successfully directed by one manage- 
ment may differ with the density of traffic, but experts gener- 
ally point out that the units of consolidation should be large 
enough to effect economies possible in supervision and yet small 


in 1923 there were 
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enough to avoid over-centralization, loss of personality in man- 
agement, and inefficient forms of bureaucratic control. 


Compulsion Un-American 


Our conclusions against any form of compulsory consolida- 
tion can be easily substantiated. No one is more conscious than 
the railroads, themselves, of the fact that they owe their cor- 
porate existence as public utilities to the serivce rendered the 
public. 

Congress and legislatures admittedly have certain lawful 
control over them, but only so far and to such degree as they 
do not destroy or lessen the value of such individual properties. 
In other words, they should not have the right to regulate these 
public utilities to the degree that they confiscate the property 
either in whole or in part. If such a condition can be forced 
upon railroads, then no other properties are. exempt. Pi 

Inasmuch, therefore, as the Interstate Commerce Commis- 
sion, after years of effort, have announced their inability to 
formulate a general plan of compulsory consolidation, and the 
entire scheme of forcing business men to do something with 
their own captial that may be against their own best judgment 
has been accepted as un-American, the repeal of this portion of 
the Transportation Act seems a popular and desirable course. 

New enabling legislation is essential to correct and supply 
a substitute for the demonstrated defects and shortcomings of 
the consolidation provisions of the Transportation Act of 1920. 
Another oversight is the failure to provide adequate machinery 
and to confer clearly corporate power upon the railroad cor- 
porations to carry out any authorized consolidation, or to carry 
on after effecting such consolidation. The charters of few rail- 
es companies confer the necessary corporate power to con- 
solidate. 

It is doubtful whether the linking of consolidation to fed- 
eral valuation is feasible. The provision of the present act is 
that the capitalization of the company formed by consolidation 
must not exceed the aggregate federal valuation of the com- 
bined properties. Thus, consoldiations will be delayed pend- 
ing the valuation. In effect, it compels the railroads to pay for 
the privilege of consolidation a price they are reluctant to pay, 
namely the acceptance for all time of the correctness of the 
government’s valuation. 

It seems advisable that Congress give some thought to a 
removal of these restrictions, providing a legal approach to uni- 
fication by corporate consolidations, through acquisition by one 
carrier of the physical properties of the other, or control of 
carriers through purchase of stock. 

Consolidation is not a new thing. The present large rail- 
way systems are made up by reason of the consolidation of 
numerous smaller companies. In 1890, legal restraint arrested 
this development which too broadly extended and emphasized 
the principles of competition. This natural process of consoli- 
dation should be permitted to go forward, subject to supervisory 
jurisdiction of the Interstate Commerce Commission, to the ex- 
tent of maintaining competition and preserving so far as pos- 
sible the present channels of trade. If this process had not 
been arrested some years ago by prohibitory legislation, the 
nation’s natural railroad evolution would have automatically 
disposed of this question of consolidation. 

Consolidation by loose associations, different boards, etc., 
is a problematical course. With the removal, however, of pres- 
ent legal obstacles and the granting of clear corporate powers 
to both effect and operate consolidated properties when approved 
by the Interstate Commerce Commission, the present so-called 
consolidations would become real mergers and whatever natural 
tendencies existed among other lines would develop. In other 
words, if present legislative retsrictions are removed and con- 
solidations permitted, subject only to the supervisory power 
of the Commission, they will take place gradually and effectively 
in the future as they did in the past, but along sound economic 
lines that will preserve the integrity of investments. 

We cannot turn back the wheels of progress. Adjustments 
of transportation to new conditions are even now in the transi- 
tory period, equalizing the opportunities for business and plac- 
ing 7 railroads once more in the vanguard of national develop- 
ment. 

Knowing that the successful systems of today are but 
the logical and natural outgrowth of consolidations, we believe 
that the further legalized grouping of the railroads of the coun- 
try into a limited number of strong and efficient systems, which 
will, as far as practicable, maintain existing routes and chan- 
nels of trade and commerce, and preserve as between themselves 
the advantages of effective competition, is a highly desirable 
course to common prosperity. 

As the Interstate Commerce Commission has amply demon- 
strated its ability to rule upon railroad questions, this com- 
mittee believes their competency and _ specialized knowledge 
equip them to protect fully the public interests under a series of 
authorized voluntary rail consolidations, which should be en- 
couraged, but not hastened, for one thing is most apparent: It 
will take the attrition of time to wear down and smooth over 
the difficulties of consolidation without serious disruption to 
our economic course. 

It is doubtful whether sufficient economies will result from 
consolidation to warrant any general reduction in freight or 
passenger rates; but natural alliances, if wholesome competi- 
tion is preserved, will be beneficial to the country in providing 
a more adequte service, which is generally regarded more im- 
portant to its welfare than rates. 

Weighing each case thus on its merit, the development of 
a uniformly stronger rail system, coordinated because of traffic 
relations and not for speculative purpose, will insure a pro- 
gressive, competent and competitive transportation service at 
rates which will produce the maximum net results to the ship- 
per and carrier, and the greatest expedition consistent with 
the comfort, convenience and the paramount requisite of all, 
dispatch—with safety to the public. 


R. B. A. MEETING 


The annual meeting and dinner of the Railway Business As- 
sociation will be held November 18 at the Commodore hotel, 
New York. The speakers at the dinner will be: Whitefoord R. 
Cole, president of the Louisville & Nashville, and Simon D. Fess, 
United States senator from Ohio. 





NEW ENGLAND ADVISORY BOARD : 

The New England Advisory Board will hold its next meeting 
October 28 at the Providence-Biltmore hotel, Providence, R. I. 
It will be a one-day meeting, with a luncheon. 
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Development of Steel Band Bracing 


(By O. L. Davis, Supervisor of Unit-Load Sales, Acme 
: Steel Company, Chicago) 
Some time ago an article describing the use of flat steel 


band for bracing carload shipments appeared in The Traffic 


UNIT OF STRIP STEEL, HIGHLY 


being braced with steel band to the entire satisfaction of the 
shipper, carrier, and consignee. 


Space in this article will hardly permit a description of the 


AG eee 


ACETYLENE GAS TANKS BRACED FOR SHIPPING 


World. At that time this new idea was thought to be applicable 
only to products in barrels, rolls of newsprint, and the like. 
However, due to the marked success through its use and on 
account of its effectiveness in reducing damage, a widespread 
development has taken place. Many different products are now 


various methods used for bracing different types of shipments. 
The accompanying photographs will, however, give a fair idea of 
the principle of the plan, which is to bind the individual pack- 
ages together into large units by means of cold rolled flat steel 
bands. No fastening is made to the car. The ordinary switch- 




















































































































































































































































































































820 


ing shocks are readily absorbed and under heavy impacts the 
units are free to shift somewhat. 


Sheet and Strip Steel 


One of the greatest shipping problems is that of properly 
bracing strip and sheet steel. On account of difficulties en- 
countered in the past, it was necessary for the American Rail- 
way Association to specify an elaborate and expensive plan of, 
wooden bracing. 

A study of costs in one plant disclosed that $11.85 a car 
was being spent to brace shipments of strip steel. The applica- 
tion of steel bands to create large units reduced the cost to 
less than $6 and eliminated entirely the frequent damage claims. 
The accompanying photograph shows the appearance of a unit 
of strip steel bound to get there with flat steel bands. 

In the last several months a number of experimental load- 
ings with sheet steel have also been made. Success has at- 
tended the efforts along this line. One of the features of the 
Unit Load is the ability of the tied units to shift under heavy 
impacts without causing injury to themselves. 


Lead in Oil 

Paint manufacturers can testify to the difficulty of shipping 
lead in oil. This material is very heavy and extremely hard 
to brace when wood is used. Perhaps no field of development 
has been found where metal bracing has been so successfully 
used as on this class of shipment. The record of results ob- 
tained is almost perfect; in fact, we believe we are entirely 
truthful in saying a large manufacturer of lead in oil has not 
had a single damage claim in the seven months he has been 
using flat steel band as a bracing medium. This, in addition 
to the fact that he is saving several dollars over the previous 
cost, is indicative of the general results obtained by the use 
of the Unit-Load plan. 

Among the different types of cargoes moving regularly 
under Unit-Load are glass bottles, tin cans, radiators, steel 
drums, paper, strawboard, roofing material, boxes, crates, etc. 
Much of the development has been due to the interest and co- 
operation of freight claim officials, the American Railway Asso- 
ciation and the inspection bureaus, all of them being advocates 
of metal bracing. Several bulletins and circulars have been 
published by these organizations advancing the general plan 
as a means of reducing damage claims. 

It is the consensus of opinion that the use of flat steel band 
will increase in general use and be effective in increasing the 
safety of cargoes as well as offer an economical plan of bracing 
for the manufacturer. 


ANTHRACITE COAL RATES 


Attorneys for complaining cities in northern New York and 
the carriers in No. 15006, the so-called anthracite investigation, 
have again brought before the Commission sorenesses that have 
long prevailed in regard to the anthracite structure which the 
Commission thought it had disposed of in its general anthracite 
investigation, docket No. 4914, 35 I. C. C. 220. The Chambers of 
Commerce of Syracuse, Utica and Troy, in their brief, declared 
the time has come for the Commission to deal firmly with the 
anthracite carriers and to establish a system of rates on hard 
coal to upper New York States that would lift from the public 
an intolerable burden. 

“The present rates are excessive, the routes unduly re- 
stricted, and the relationship between single-line and joint-line 
rates inexcusably inconsistent,” it is asserted in behalf of those 
cities. “The result is that the consuming public is burdened 
with excessive fuel cost due in substantial part to the monopolis- 
tic conditions induced by the present rate relationships, in part 
to the excessive level of the rates, and in part to the failure of 
the carriers to comply with findings of the Commission. By 
way of illustration, the present rates are so adjusted that 
Syracuse has access, at the normal basis of rates, to only Dela- 
ware, Lackawanna & Western coal, all of which is carried by 
the D. L. & W. Four-fifths of all of the anthracite coal consumed 
in Syracuse is Lackawanna coal. The Lackawanna mines are 
obviously in a position where they can dictate the price. The 
great majority of Syracuse dealers, unabe to obtain coal from 
any other source, must pay the price asked by the monopoly and 
yield to the conditions imposed, and the public pays the bill.” 

The monopolistic condition is ascribed to the fact that the 
Commission has permitted the railroads to make joint-line rates 
higher than the single-line rates, and, according to the complain- 
ing cities, permitted the railroads to disregard the letter and 
spirit of its three reports on the subject and to count unduly 
circuitous lines to obtain averages upon which to base the rates. 

The complaining cities call attention to what they assert 
to be the fact, namely, that on two occasions the Commission, 
after conferences between Commissioners and the railroads to 
which the public had not access, permitted the railroads to de- 
part from the published decisions and orders, the latest example 
of that sort being in the reopened case in which the carriers 
were permitted to raise the singe-line rates and reduce the joint- 
line rates, in 104 I. C. C. 514. 

Representations of similar character were made in behalf 
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of the Watertown Chamber of Commerce and the Carthage 
Chamber of Commerce. 

The carriers in their brief uphold the situation as it is and 
request that the proceeding in I. and S. No. 2637, joined with 
the general investigation, No. 16555, C. L. Amos & Company vs. 
Lehigh Valley et al., be dismissed and closed without any further 
order than that of closing the general investigation. 

The Rochester Chamber of Commerce in its brief in No. 
15006, the so-called anthracite investigation, and I. and S. No. 
2637, which is an anthracite case, said the record showed con- 
clusively that the removal of the inequalities was desirable, 
clearly in the public interest, and should be carried out. Dif- 
ferences such as prevail on anthracite, do not, the brief says, 
apply on other freight at the same destinations. 

The C. L. Amos Coal Company, in No. 16555, C. L. Amos 
Coal Company vs. Lehigh Valley, one of the cases docketed with 
No. 15006, said it again insisted it would be utterly impossible to 
carry out the Commission’s purpose as expressed in its original 
decision in No. 15006, without reducing the the Lehigh Valley- 
New York Central rates to Syracuse to the basis of the D. L. 
& W. rate and that as that was the identical thing contended 
for in this complainant’s petition, any additional evidence sub- 
mitted by this complainant to prove or justify what had already 
been proved or justified by the Commission would have been a 
stultifying act. 

The Central Railroad of New Jersey, in a brief for itself 
alone, approved what was jointly to be submitted in behalf of 
all the carriers and submitted this brief only with the view to the 
particular rates in which it was interested, that is, the rates to 
Albany and intermediate points. It said that the proposed ad- 
justment was necessarily experimental and that each of the 
carriers participating in it was assuming risks that would not 
be voluntarily incurred. It said the experiment reflected a com- 
promise designed to leave each of the participating carriers 
unscathed in making an extensive readjustment which the car- 
riers had proposed, not for selfish ends, but solely in order to 
conform with the Commission’s requirements. In the circum- 
stances it was inquired whether the proposed adjustment should 
not be given a fair trial. 


TOO MUCH BUSINESS 
The Trafic World Washington Bureau 


An increase of two cents, avowedly for the purpose of dim- 
inishing the volume of business offering, has been proposed by 
the Rutland-Lake Michigan Transit Co. on grain and grain prod- 
ucts, eastbound, except flour, from groups 1 and 3, in supple- 
ment No. 2 to B. T. Jones’ I. C. C. No. 1757, issued to be effective 
October 12. According to the letter on the subject sent to the 
Commission by the publishing agent, the transit company has 
been unable to control the offerings of grain and products, except 
flour, by means of embargoes; hence the proposal to increase the 
rail-and-lake rate to Trunk Line and New England territories. 

Requests for suspension of the proposed increase has been 
made by the Sioux City and Omaha grain exchanges and the 
Chicago Board of Trade. The Missouri River exchanges assert 
that the increase, if allowed to become effective, will result in 
undue advantage to millers at Minneapolis and undue prejudice 
and disadvantage to the Missouri River territory millers and 
manufacturers of feeds. 

At present the rate on the traffic in question is two cents 
less than the rate via the boats of the Great Lakes Transit 
Corporation, the competitor of the Rutland-Lake Michigan 
Transit line. The rates of the Great Lakes line are two cents 
less than the all-rail lines. The Rutland line’s proposal, there- 
fore, would bring the rail-and-lake rates via both lines to the 
same figure. 

The Chicago Board of Trade, in its request for suspension, 
said it considered the proposed rates unreasonable and in viola- 
tion of the policy declared by Congress in section 500 of the 
transportation act and discriminatory against those desiring to 
use the lake-and-rail routes. It pointed out that the proposed 
rate did not cover marine insurance, which, it said, would 
amount to almost half a cent per 100 pounds. Shippers from 
plants on the lake front at Chicago, it said, would, therefore, 
have a difference between the all-rail and the lake-and-rail rates 
of only 1.5 cents. Shippers with mills and factories not on the 
lake front in Chicago, it said, had to pay a switching charge of 
two cents to get their tonnage to the ships of the Rutland line. 
Shippers from the Missouri River mills and factories also have 
to pay that charge, so that, as figured, the lake-and-rail charges 
under the proposed rates would be a little higher than the all- 
rail rates, and make them usable only when some factor other 
than the direct transportation charges made them desirable. 


MODIFIED PROCEDURE DOCKET 
Commissioner Meyer has announced that it has been de- 
cided to withdraw No. 18669, the Southwestern Millers’ League 
vs. Santa Fe et al., from the modified procedure docket. The 
case will be set down for hearing in regular course. 
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SOUTHWESTERN INCREASES 


The Trafic World Washington Bureau 


An unusually large number of protests, coupled with re- 
quests for suspension, have been made against the proposals of 
the southwestern lines to cancel some class and commodity 
rates and increase. others, from Atlantic seaboard territory, to 
Arkansas points. The changes are carried in Southwestern 
Lines’ I. C. C. No. 1871, and Sedgman’s I. C. C. No. 181, effective 
October 15. The object, according to an explanation made to 
the Commission by J. E. Johanson, the publishing agent, is to 
remove fourth section violations which consist of rates applic- 
able through Memphis to Arkansas points higher to Memphis 
than to the more distant destinations. 

The explanatory letter points out that when rates to the 
Mississippi Valley were revised, in the tariffs suspended in I. 
and S. No. 1303 to put them on a dry land basis, corresponding 
changes were made, if at all, on the west side of the Mississippi, 
in the class rate. 

This later effort, the carriers assert, is to have all the class 
and commodity rates clear the rates at Memphis and Vicksburg 
so as to have the letter of the fourth section observed and keep 
both crossings or gateways open. Mr. Johanson said that the 
effect of the decision to keep both gates open was to make some 
of the rates to points west of the Mississippi somewhat higher 
than actually necessary to clear the fourth section at Memphis. 

This revision is of rates via the ocean-and-rail and the rail- 
ocean-and-rail routes. The carrier explanation said that after 
the higher rates went into effect in the Mississippi Valley, class 
rates to points west of the Mississippi were revised but com- 
modity rates to destinations in Arkansas, Oklahoma and Louis- 
iana, higher at intermediate than at more distant points were 
not changed. That. left Vicksburg and Memphis higher than 
Little Rock, Fort Smith and other points in Arkansas and in 
the enjoyment of rates lower than those to the gateways, such 
as Memphis and Vicksburg, via the routes mentioned. They 
said that in making the tariffs against which protests have been 
filed they used Vicksburg as the foundation. Therefore they 
used the New York-Vicksburg rate from all points taking New 
York rates or lower and the Boston-Vicksburg rate from Boston 
rate points. That foundation, as before remarked, produced the 
effect of rates to points west of the Mississippi somewhat 
higher than actually necessary to clear the fourth section at 
Memphis. They deemed the use of the Vicksburg rate as the 
minimum figure the proper one in making the adjustment. 

Mr. Johanson called attention to the fact that the rates in 
question were involved in I. and S. No. 2097 and that in the 
decision in that case, 95 I. C. C. 188, the proposals of the car- 
riers were condemned, without prejudice, however, to the mak- 
ing of rates in consonance with the views therein expressed. 
He said this revision was not to take the place of the schedules 
suspended in that proceeding but to remove the fourth section 
violations. He said the Atlantic port lines made the rates but 
that competition had caused them to be applied through the 
gulf ports. He also called attention to the fact that I. and S. 
No. 2097 had been re-opened and joined with No. 13535, the con- 
solidated southwestern cases, for further hearing. 


The Campbell Soup Company called attention to a large 
number of increases from Camden, N. J., to points in Arkansas, 
on canned goods, such as an increase from 69 to 86 cents at 
Little Rock and from 77 to 86 cents at Benton and Camden, Ark. 

In its protest and request for suspension it asserted that 
Memphis rates were disproportionately high and should not be 


' allowed to serve as a barrier to other territories by reason of 


some of the participating roads being compelled to use the 
Memphis gateway. It said that gateways other than Memphis 
could be used as a foundation for the maintenance of the present 
tates which would avoid fourth section violations, for example, 
Philadelphia via differential routes through Chicago, St. Louis 
or Cairo, with rates of 49.5 to Chicago, 60 to St. Louis and 64 to 
Cairo. It also pointed out that the 86-cent commodity rate 
would be higher than a proposed 81-cent class rate between the 
Same points. The soup company contended that the revision 
Proposed was of the sort condemned in I. and S. No. 2097. 

The Muskogee and Okmulgee, Okla., chambers of com- 
merce said the proposed rates were unjust, unreasonable and 
unduly discriminatory. They said the proposal should be joined 
with No. 18535. The Arkansas railroad commission said the pro- 
dosed rates were excessive and apparently unreasonable. 

Other protestants were the Little Rock Chamber of Com- 
merce; Congoleum Nairn Company, Inc., Norwood Calef & Co.; 
New Hampshire Manufacturers’ Association; Scott-Mayer Com- 
Mission Company and Plunkett Jarrell Grocer Company, Little 
Rock; T. R. Goodlatte & Sons, Inc., Delawanna, N. J.; James W. 
McGlone, New York; Certain-teed Products Corporation, New 
York; El Dorado (Ark.) Chamber of Commerce; Shreveport 
Chamber of Commerce; Alexandria Chamber of Commerce; 
Monroe Traffic Bureau; Texarkana Freight Bureau; Fort Smith 
Traffic Bureau; Corporation Commission of Oklahoma; Arkan- 
Sas Traffic Association; Traffic Bureau, Lynchburg (Va.), Cham- 
ber of Commerce; Pine Bluff Chamber of Commerce; and Okla- 

oma Chamber of Commerce, traffic department. 
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COAL RATE HEARINGS 


Hearing in docket 17330 (and Sub. No. 1), Illinois Coal 
Traffic Bureau against the Arkansas Valley Railway and others, 
was held before Examiner Satterfield in Chicago the first three 
days of this week. 

In 17330 the complainants asked that the Commission estab- 
lish uniform screening specifications for the preparation of coal 
shipped into Missouri River territory and eastern Nebraska and 
Kansas from origin points in Southwest territory and Colorado 
territory, including New Mexico and Wyoming. According to the 
complainants, the lack of uniformity in the preparation of com- 
peting small sizes of coal in this territory results in unjust 
discrimination against Illinois coal in that certain prepared 
sizes from the Illinois producing points are forced to pay lump 
coal rates in reaching the destination territory involved, as 
against similar coal from other producing points allowed to 
move on rates applicable to the small sizes (screenings or nut 
coal), which rates are generally lower than those applicable on 
the lump coal. This situation, according to the complainant, 
is the result of the lack of uniform methods of preparation or 
description in the various producing territories. 

Sub. No. 1 is a general complaint and attacks the rate level 
of coal from Illinois to points in Kansas and Nebraska, the 
complainants maintaining that existing rates are unduly preju- 
dicial to Illinois Coal, as compared with rates from competing 
points. . 

W. Y. Wildman, traffic manager, Illinois Coal Traffic Asso- 
ciation, was the first witness for the complainants. He intro- 
duced exhibits showing the lack in uniformity of screening prac- 
tices in the producing territories involved and the rates under 
which the different sizes of coal moved to the destination terri- 
tory in question. Three divisions of tariff descriptions under 
which coal moves were detailed—lump, nut, or intermediate 
sizes, taking a lower rate than lump, and slack, or screenings, 
moving at a still lower rate. According to Mr. Wildman, the 
Illinois coal was enabled to move on nut coal rates in only a 
few instances, where rates are prescribed from the Springfield 
district to Kansas City, Mo., and there were slack coal rates 
applicable from Illinois to only about 10 per cent of the Kansas 
and Nebraska territory. Not only did he maintain that these 
rates were generally applicable from the competing producing 
points, but also that the descriptions from the other points 
were much more favorable, which permitted, in some instances, 
shipping nut coal on slack rates, whereas the Illinois nut coal 
must move on lump rates. It was pointed out that to such a 
representative point as Abilene, Kan., one of the few points to 
which [Illinois had a slack coal rate, that rate was only 
43 cents a ton under the rate applicable on lump coal. In 
contrast to that, the nut coal rate from the Walsenburg district, 
Colorado, was 60 cents a ton under the lump rate, and the slack 
rate was $1.30 a ton under the rate on lump coal. Numerous 
other such examples were presented. Mr. Wildman said: “We 
want a tariff definition (on coal sizings) that will give us all 
an equal opportunity to market our coal.” 


_ In support of the general claim set forth in Sub. No. 1, Mr. 
Wildman introduced exhibits to show that the rates paid to the 
destination territory involved were, on the average, higher than 
those paid to other trunk line territory from Illinois, and that 
they were actually higher, in a great many instances, than those 


paid by competing producing districts into the Kansas-Nebraska 
territory. ‘ 


Dr. F. C. Honnold, manager of the Honnold Coal Bureau, 
presented exhibits and information relative to the economics 
of coal production, description of what was involved, from the 
standpoint of production, in the matter of coal sizing, and pro- 
posed screening specifications for uniform adoption to clear up 
the present state of that phase of the industry, which, it is 
alleged, results in discrimination against the Illinois coals. 

Other witnesses brought out the point that “every year IIli- 
nois coal is crowded. farther east”—to use the words of M. M. 
Soulet, vice-president of F. S. Martin and Co., wholesale coal deal- 
ers at Omaha. G. A. Miller, representing the Peabody Coal 
Company, declared that “Illinois must have rates on smaller 
sizes of coal if it is to hold its place in the market.” This was 
due, in the main, to the fact that other producing centers could 
ship intermediate sizes to the competitive territory on small 
size rates, while Illinois must send the same coal on lump 
size rates. 

The principal points stressed by the defense were that the 
shrinkage in the territory which Illinois is able to reach was 
due principally to competition on high-grade coals coming in 
from Indiana and Kentucky and, in a great many instances, 
showed similar shrinkages in their own markets. The prac- 
ticability of prescribing uniform screening specifications for 
different producing centers was vigorously attacked and de- 
clared to be unreasonable, due to the wide variations in the 
quality and structure of the coals produced. It was insisted 
that the nature of the coal and the requirements of specific 
classes of customers were the factors that determined the 
sizings of the coals, the mechanical processes through which 
they should go in order to have them marketable at destination. 
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The specifications that would fit Illinois coal were contrasted 
with those necessitated by these two considerations in sizing 
the coal from other points. The relevancy of the fact that dif- 
ferent sizes traveled at different rates from diverse territory 
was challenged on the basis that a specific mill size from one 
territory did not necessarily compete with the same mill size 
from another territory, due to differences in quality and varja- 
tions in degradation, or breaking, in travel. 

Cc. C. P. Rausch, assistant traffic manager, Missouri Pacific, 
pointed out that in the Sub. 1 complaint the rates to Omaha 
were attacked but not those to Council Bluffs, Iowa; similarly 
those to Kansas City, Kan., were attacked but not those to 
Kansas City, Mo., and so on. But, he stated, it was obvious 
that those other rates would be affected were changes made, 
and he maintained that a reduction to the points named would 
mean a violation of section 4, with reference to the contrasted 

oints. 

. L. T. Wilcox, assistant general freight traffic manager, 
Union Pacific, gave the story of the market conditions confront- 
ing Wyoming, showing that those districts must come to central 
Nebraska for their market for the fine coals; contrasting that 
with the Illinois districts which “have rich markets at their 
very door.” He brought out the fact that movements, from 
the Wyoming fields to points on the U. P., involve only one-line 
hauls, whereas movements from Illinois to the same destinations 
involve at least a two-line haul. He said: “If there is dis- 
criniination, it is not unlawful. Geographical and other con- 
siderations amply justify giving southern Wyoming fields a bet- 
ter adjustment to central Nebraska than is given to the Illinois 
fields.” 

Among the interveners, for the defense, were: C. T. War- 
ner, Southwest Coal Operators’ Association; A. P. Rudowsky 
McAllister Fuel Company; C. Harkes, Central Coal and Coke 
Company, and others. 

Mr. Warner pointed out that production in the southwest 
territory (Missouri, Kansas, Oklahoma, and Arkansas) had re- 
mained practically stationary for the last twenty-five years, 
whereas the Illinois production over the same period showed 
an increase of 150 per cent. Also, he maintained, that present 
coal rates were largely the result of findings of the Commission 
in previous decisions. He objected to the method employed by 
Mr. Wildman in showing the distances from points of origin to 
destination, saying that he could not bring himself “to believe 
that the method used by Mr. Wildman in figuring distance pre- 
sented a true picture.” He introduced an exhibit to show that 
rates from the southwest to representative points in Kansas 
were higher on lump coal than rates to the same destinations 
from Illinois, moving similar distances, and lower on screen 
coal. An exhibit introduced by Mr. Warner contrasting rates 
from the southwest and from Illinois to points in Nebraska pur- 
ported to show that Illinois had the advantage. 

Mr. Rudowsky particularly emphasized the necessity of 
giving different types of coal different treatment in the matter 
of sizing, saying that uniformity in such matters might be very 
fine in theory, but that practicability, from the standpoint of 
the producer, was quite another matter. He explained in detail 
the problems the southwest producer had to meet in contrast 
with those faced by the Illinois producers, and developed the 
reasons that caused the sizings in the two fields to differ. The 
matter of the greater thickness of the Illinois veins, the 
superior quality of the coal and its relative disinclination to 
break up, and consumer demands were all points of issue here, 
he declared. Were the Oklahoma and Arkansas fields required 
to meet screening specifications set up by Illinois, he said, not 
only would great mill expense in making the necessary changes 
result, but they would have to maintain present sizings along 
with the new ones to meet the peculiar demands of certain 
portions of their market. 


“I do not see how you can try for uniformity without start- 
ing at the Atlantic Ocean and carrying the investigation on to 
the Pacific,” he concluded. 


Hearing in Docket 18025, Old Ben Coal Corporation against 
the Alabama & Vicksburg Railway, and others, was begun before 
Examiner Saterfield in Chicago October 7. 


The complainants allege that the rates to Atchison and 
Leavenworth, Kan., and to points in Iowa and Missouri are un- 
reasonable and preferential as to mines in central Illinois, south- 
eastern Kansas, southwestern Missouri, Alabama, and other 
points. It was maintained that the rates to Kansas City, Mo.- 
Kan., are unreasonable per se, aS compared with rates from 
other territories. 

H. K. Trossen was the first witness for the complainant. 
He gave an account of the operating conditions in the area in 
which the mines of the Old Ben Coal Corporation are located 
(southern Illinois), showing that circumstances were favorable 
both from a mining standpoint and from the standpoint of rail- 
road pick up. Despite this fact, nine of the company’s twelve 
mines were idle, which, it was charged, was the direct result of 
excessive and prejudicial rates into the market territory from 
the mines. 


Exhibits were introduced showing the railroads serving the 
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mines and adjacent area, and a considerable mass of material 
was presented contrasting rates at various points in Iowa and 
Missouri in support of the charges of unreasonableness. Rates 
over a direct route to Kansas City via the Missouri Pacific, 
across the Mississippi at Duco, were asked. The present rate 
to Kansas City from the mines of the company represented by 
Mr. Trossen is $4.30; a rate of $2.14 is asked. It was pointed 
out that there were several direct routes open to Kansas City 
from the producing area in question which did not involve going 
through St. Louis and incurring the consequent high terminal 
charges there. Rates on none of the shorter and more eco- 
nomical routes were at present available, it was stated. The 
tariff routes were all held to be circuitous, in some instances to 
the extent of involving 300 per cent of the necessary mileage. 

It was announced by the examiner that it would probably 
be impossible to finish the hearing by the end of this week, and 
a tentative date of November 3 was suggested for reopening. 


LIVE STOCK BEDDING 


Hearing in I. and S. 2756, bedding charges for live stock in 
Central Freight Association territory and Western Trunk Line 
territory, was finished in Chicago before Examiner Carter last 
Saturday. 

The rates now in effect in C. F. A. and Western Trunk Line 
territories put a charge of $1 for “suitable” bedding on a single- 
deck car, and a charge of $1.50 for “suitable” bedding in double- 
deck cars. The present tariff does not specify what shall con- 
stitute “suitable” bedding, nor does it have anything to say 
about charges for bedding in excess of “suitable” bedding. 


Both the proposed tariffs attempt to clear up the ambiguity 
of the term “suitable” bedding by substituting for that term 
“bedding sufficient to enable the animals to retain a firm foot- 
ing,” and by specifying what that shall be in quantity. The 
Western Trunk Line tariff defines such bedding as not in excess 
of one inch of sand or two bales of straw to the deck, and does 
not propose any increase in charges, except for “excess” bedding 
specifically requested, in which case each additional inch, or 
fraction, of sand shall cost $1, and each additional bale of straw 
75 cents. The proposed tariff in C. F. A. territory makes an 
increase in the charges for a single bedding to $1.50 for single- 
deck cars and $2.75 for double-deck cars. It specifies that such 
bedding shall consist of one-quarter inch of sand or one bale of 
straw. Additional charges for bedding in excess of that range 
upwards on a proportionate scale. 


Edwin Kluever, general freight agent of the Nickel Plate, 
was the first witness for the carriers, representing C. F. A. 
lines. He presented something of the history of tariffs dealing 
with bedding in C. F. A. territory, and the situation that caused 
the carriers to publish the tariff under suspension. This latter, 
he decared, was brought about largely by the failure of the 
existent tariff to specify what should be “suitable” bedding, 
which had resulted in shippers arbitrarily cutting charges for 
bedding, when excess bedding had been specifically requested. 
Other witnesses for C. F. A. carriers introduced exhibits pre- 
senting the results of calculations made by them to determine 
the cost to the carriers to furnish the bedding. These exhibits 
were introduced to substantiate the reasonableness of the pro- 
posed charges. 


H. A. Mintz, assistant general freight agent of the C., St. 
P., M. & O., representing Western Trunk Line carriers, declared 
that the experience of the carriers he represented had been 
similar to that of the C. F. A. carriers (as stated by Mr. Klue- 


ver) in the matter of shippers making arbitrary reductions for 
bedding charges. 


Appearing for the protestants, B. E. Reed, assistant man- 
ager of the transportation department, Cudahy Packing Com- 
pany, declared that the proposed tariffs were apparently an 
effort on the part of the carriers to escape their common-law 
liability, were excessive, ambiguous, and left the way open for 
discrimination. In general, the protestants objected to the term 
“firm footing,’ declaring that there were other considerations 
involved in bedding which that term did not embrace. The 
amount of bedding and the charges proposed by the C. F. A. 
tariff were vigorously attacked and objections were offered to 
assessing the same charges by the carriers for bedded cars once 
used, but in which the bedding remained satisfactory, as for cars 
newly bedded, which both of the new tariffs contemplate. 


H. R. Park, who appeared as a representative of the Na- 
tional Live Stock Exchange, made a motion that the proceeding 
be consolidated with the Hoch-Smith investigation, docket 17000, 
live stock section. He offered as a second motion, in case the 
first was denied, that the hearing under way should be held at 
numerous points over the country, maintaining that his organiza- 
tion represented small shippers unable to be properly repre 
sented at a hearing in one place. He said these small shippers 
did a business of a million cars annually, which was a sufficient 
proportion of the total shipments involved to entitle them to 
consideration in any action the Commission should take. 
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SHIPPING BOARD PLANS, ETC. 


The Trafic World Washington Bureau 


If the Shipping Board does not sell the United States Lines 
this fall, it will ask Congress for an appropriation to build two 
new passenger vessels for use in the service of the U. S. Lines, 
T. V. O’Connor, chairman of the Shipping Board, has announced. 
Officials believe that if the effort of the board to sell the lines 
is unsuccessful—and the opinion in board circles appears to 
be that it will be unsuccessful—the board will be in a position 
to ask Congress for an appropriation for two new ships to make 
a balanced fleet out of the U. S. Lines’ vessels. The proposal 
to build two new passenger ships for use in the north Atlantic 
has been put forward several times in the last few years, but 
Congress has not acted on it. 

Chairman O’Connor was pleased at the reception accorded 
his recent address in London in which he urged the holding of 
a conference of the maritime nations of the world for the pur- 
pose of reaching an agreement that would pave the way for 
the United States handling 50 per cent of its imports and 50 
per cent of its exports in American flag ships. Such an agree- 
ment, it is contended, would stabilize world shipping conditions. 
The chairman has made the suggestion and is waiting for 
someone to make a move looking to the holding of such a 
conference. 

President Dalton, of the Fleet Corporation, said this week 
that fifteen ships that had been in the “laid-up” fleet were being 
prepared for active service to meet the demand for more Ship- 
ping Board vessels. It will cost from $8,000 to $20,000 a ship to 
put the laid-up ships into condition for service. Officials are 
selecting the ships that will cost the least to put into condition 
for service. In addition to the work that is in progress on the 
fifteen ships, a survey of all the laid-up ships is under way to 
the end that if more than fifteen ships are required, the best of 
the idle fleet may be pressed into service. 

The Shipping Board, at a meeting October 5, approved the 
advertisement calling for bids for the American Republics Line 
November 10. It was decided to sell this line some time ago 
along with the American Delta Line and the American Dispatch 
Line. The two latter lines operate vessels between Gulf ports 
and the east coast of South America. The American Republics 
Line operates twelve vessels between New York and the east 
coast of South America. The managing agent is Moore & 
McCormack Co., Inc., of New York City. 

The board has approved the sale of the West Canon, a 
steel cargo ship of 8,800 deadweight tons, for $196,000 to the 
Ocean Transport Company, for use in the trade from New 
York to Colombian ports, West Indian and other adjacent ports, 
and thence to the Pacific coast of the United States. 

In accordance with the new slogan of President Dalton, of 
the Fleet Corporation, “get the business or get out,” arrange- 
ments are being made to send Fleet Corporation agents to vari- 
ous —_ of the world to obtain cargoes for Shipping Board 
vessels. 

Leonard J. Schwarz, an expert of the Department of Agricul- 
ture, has been temporarily assigned to the Fleet Corporation 
for the purpose of going to the west coast of Africa to investi- 
gate the handling and shipping of cocoa beans from that part 
of Africa to the United States. The object of the investigation 
is to increase, if possible, direct shipments to the United States 
of cocoa beans. The commodity now moves in substantial vol- 
ume to European ports, where it is transshipped to U. S. ports 
in foreign flag ships. 

President Dalton also announced that the Fleet Corporation 
has had in “training” for several months an official, whose name 
was not disclosed, who will sail shortly for the Orient to in- 
vestigate the possibilities there for increasing the cargoes of 
Shipping Board vessels. 

T. V. O’Connor, chairman of the Shipping Board, announced 
that at a meeting of the board October 5, there was considered 
& proposed resolution recommending to the Postmaster-General 
that under section 24 of the merchant marine act, 1920, a mail 
contract be entered into with the Grace Steamship Company, Inc., 
on their liner service between the port of New York and the 
Panama Canal and ports of the west coast of South America. 

The board also approved the appointment of Captain Herbert 
Hartley, S. S. Leviathan, as commodore, United States Lines, 
and the appointment of Captain H. Cunningham, S. S. George 
Washington, as vice-commodore, United States Lines. 

“These appointments are in keeping with the practice which 
Prevails among the major European lines, and will give the 
Masters of these two vessels a certain degree of prestige in 
their relations with foreign merchant marine masters that is 
considered desirable,” a statement issued by the board said. 


DALTON ON OCEAN RATE INCREASES 
Complaints received by the Shipping Board and Fleet Cor- 
poration with reference to the increase in rates to United King- 
dom ports are not justified, President Dalton, of the Fleet 
Corporation, has announced. 
The tremendous demand for tonnage and the previous low 
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level of rates caused the increase, General Dalton said, pointing 
out that the government vessels were not free from the opera- 
tion of the law of supply and demand. He also said he did not 
think the increases were sufficient to be detrimental to shippers. 

The policy of the Fleet Corporation, General Dalton indi- 
cated, would be to act in accord with the decision of the ocean 
rate conferences of which Shipping Board lines were members 
so long as the government lines received fair treatment from 
the other members. In the North Atlantic conference, which in- 
creased the rates, the majority of the members are operating 
foreign flag ships. 

Shipping Board lines must keep faith with their competitors, 
the Fleet Corporation head said, adding that it would be foolish 
and suicidal for the government lines to refuse to change rates 
agreed to in the conferences, so long as they were accorded fair 
treatment by other lines. 

Officials of the corporation have made no complaint of treat- 
ment accorded government lines by the North Atlantic confer- 
ence. They approved, however, the recent withdrawal of the 
American Palmetto Line, a Shipping Board line, from the South 
Atlantic conference, on the ground that the line was not being 
treated fairly by operators of foreign flag tonnage in that trade. 


MERCHANT MARINE INQUIRY 


Members of the Shipping Board were scheduled to begin 
a tour of the country October 7 to obtain information from 
the public for use in preparation of the board’s report in re- 
sponse to the Senate resolution fathered by Chairman Jones, 
of the Senate commerce committee, calling for recommendations 
as to what should be done about the merchant marine. 

Six of the commissioners will travel in pairs—Commission- 
ers Plummer and Benson to hold hearings in the eastern part 
of the country, Commissioners Teller and Myers in the west, 
and Commissioners Walsh and Hill in the central part of the 
country. Chairman O’Connor will preside at hearings in Buf- 
falo, Detroit and Cleveland. The dates of these hearings will 
be announced later. As a final wind-up, a hearing will be held 
at New York and one at Washington. The dates for these hear- 
ings will be announced later. 

The schedule of the hearings to be held by the “pairs” of 
commissioners follows: 


Oct. 7, Boston, Mass., Commissioners Pummer and Benson; Oct. 
8, Kansas City, Mo., Commissioners Teller and Myers; Oct. 8, Port- 
land, Me., Commissioners Plummer and Benson; Oct. 11, Los Angeles, 
Calif., Commissioners Teller and Myers; Oct. 12-13, San Francisco, 
Calif., Commissioners Teller and Myers; Oct. 13, Chicago, Ill., Com- 
missioners Walsh and Hill; Oct. 13, Charleston, S. C., Commissioners 
Plummer and Benson; Oct. 14, St. Paul, Minn., Commissioners Walsh 
and Hill; Oct. 14, Savannah, Ga., Commissioners Plummer and Ben- 
son; Oct. 15, Minneapolis, Minn., Commissioners Walsh and Hill; 
Oct. 15, Portland, Ore., Commissioners Teller and Myers; Oct. 16 


Omaha, Neb., Commissioners Walsh and Hill; Oct. 16, Seattle, Wash., 
Commissioners Teller and Myers; Oct. 18, Pittsburgh, Pa., Commission- 
ers Walsh and Hill; Oct. 18, Spokane, Wash., Commissioners Teller 
and Myers; Oct. 20, Boise, Idaho, Commissioners Teller and Myers; 
Oct. 21, Memphis, Tenn., Commissioners Walsh and Hill; Oct. 21, Salt 
Lake City, Utah., Commissioners Teller and Myers; Oct. 22, Mobile, 
Ala., Commissioners Walsh and Hill; Oct. 23, Denver, Colo., Com- 
missioners Teller and Myers; Oct. 23-25, New Orleans, La., Commis- 
sioners Walsh and Hill; October 25, St. Louis, Missouri, Commisioners 
Teller and Myers; Oct. Cincinnati, O., Commissioners Teller 
and Myers; Oct. 26, Galveston, Tex., Commissioners Walsh and Hill; 
Oct. 27, Houston, Tex., Commissioners Walsh and Hill; Oct. 27, Jack- 
sonville, Fla., Commissioners Plummer and Benson; Oct. 28, Atlanta, 
Ga., Commissioners Plummer and Benson, and Oct. 29, Birming- 
ham, Ala., Commissioners Walsh and Hill. 


OCEAN FREIGHT RATES DECLINE 


The Traffic World New York Bureau 


With reports that the British miners were returning to 
work without the sanction of their leaders, with indications that 
the strike would collapse at any moment, local shippers expected 
a gradual recession in the high rates paid recently for full 
cargo vessels. It is probable that the October market will not 
be affected, as some time will be required for resumption of 
output, but shipowners are reported to be eager to place their 
vessels for November and December. This is a tendency which 
shippers interpret as evidence that a weaker market may be 
anticipated for those and later months. No diminution in de- 
mand is anticipated for the current month, as the movement 
of coal will continue at a high level and the scarcity of prompt 
vessels will still be apparent. 


The general opinion is expressed in a current weekly letter, 
which says: “Owners have had a good run. It is now the 
charterers’ turn. As soon as the market is stabilized we will 
have good, steady business. New business is waiting for work- 
able market rates. They won’t buy now on the high rate 
basis, with the certainty of lower offers in the near future.” 

One of the best indications of the change of sentiment on 
the part of shippers is the revival in the inquiries for grain 
vessels, following a practical cessation of trade, due to the high 
rates for coal space. Activity in this trade will take up much 


of the slack resulting from a gradual decline in coal traffic. 
Rates on coal ships from Hampton Roads to the United King- 
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dom in the last week have ranged from 22 to 25 shillings a ton, 
which probably mark the highest point in the current movement. 

With few exceptions,. rates were not changed at the joint 
Far West and Pacific Westbound conference held at Quebec 
recently. The unchanged rates were renewed for another six 
months. : 

The only actual changes made were in three items of minor 
importance, as follows: Excelsior (new), $10 weight or meas- 
urement; glue, dry and casein, $9.50 weight, continuing the rate 
which was effective until September 30. 

Effective January 1, 1927, increases in port differentials were 
put into force as follows: Vladivostock, increased 50c, making 
a differential of $3. Cebu, Iloilo, increased 50c, making $2.50. 
Darien, Iloilo, increased 50c, making $3. Tsingao and Taku 
Bar, the same as above. Keelung and Chefoo, 50c, making $3.50 
differential. Takao increased $1, making $4. Penang increased 
50c, making $3.50. Port Swettenham increased 50c, making 
$3.50. Zamboang increased 50c, making $4.50. These rates ap- 
ply to all commodities except agricultural implements, asbetsos 
fiber, beans, tanning bark, borax, canned goods, cereals, cig- 
arettes, copper, cotton, dyestuffs, fertilizers, flour, dried fruit, 
broken glass, iron and steel, lead, lumber and lumber products, 
machinery and parts, milk, radio, roofing material, tobacco, zinc, 
corn products. 

Few changes were made in the arbitrary tariff. From Yoko- 
hama to Tokio the rate was reduced from $2.75 to $1.50, effective 
October 1. 

From Tabu Bar to Tien Tsin, effective October 1, summer 
rate $1.25; winter rate $2, both weight or measurement. 


An arbitrary rate was also established to Pula Pandan, 
$7.50 per ton of 2,000 pounds. 


This does not apply to fertilizer, ammonia of sulphate, iron 
and steel, or car material, which take the regular tariff rate. 

The next meeting of the joint conference was fixed for the 
second Monday in March, 1927, at Chicago. The officers elected 
for that meeting are: General chairman, M. J. Buckley, of the 
Robert Dollar Line, San Francisco; vice-chairman, G. E. Chapin, 
of Nippon Yusen Kaisha, San Francisco; secretary, E. J. A. 
Watts, of the Pacific Westbound Conference. 

Steamship lines to Scandinavian and Baltic ports have in- 
creased the rate on flour to Oslo and Copenhagen from 26 to 
28 cents a 100 pounds. Business is reported to be good. Com- 
panies to the Argentine and Uruguay-River Plate announce that 
the rate on bicarbonate of soda until December 31 will be $7.50 
per ton of 2,240 pounds on freighters and $8.25 on passenger 
ships. Other changes include iron sand to group three in the 
iron and steel classification, copper to third class weight rate, 
and egg-beaters to third class, weight or measurement. Lines 
to Brazil, Rio, Santos and Bahia have changed cocoa to the 
second class weight rate to Brazilian ports. 


Lines to Mexico announce changes including wood flour to 
Tampico and Vera Cruz at 35 cents per 100 pounds, and also 
35 cents to Puerto Mexico plus 25 per cent surcharge; wood flour 
to Progreso 44 cents per 100 pounds; zinc plates to Tampico 
and Vera Cruz 40 cents per 100 pounds; same to Puerto Mexico 
40 cents plus 25 per cent surcharge; zinc plates to Progreso 
60 cents per 100 pounds; dentist chairs to Tampico and Vera 
Cruz 30 cents per cubic foot; same rate applies to Puerto Mex- 


ico plus 25 per cent; dentist chairs to Progreso 38 cents per 
100 pounds. 


With Germany once more in a position to handle the major 
portion of its passenger and freight service, the American, White 
Star, and Cunard Lines, which have maintained a joint service 
in the New York-Hamburg run, are about to abandon, tempo- 
rarily, at least, this service and devote their energies to other 
fields. This move will leave the Hamburg-American Line in 
complete control, and shipping men believe that it will strengthen 


its grasp on the trade so as to prevent the return of the foreign 
lines. 


P. A. S. Franklin, president of the International Mercantile 
Marine, which controls the American and White Star Lines, in 
speaking for his companies, said they would be withdrawn tem- 
porarily from the run. “Whether they will return to the Ham- 
burg service depends on the future,” he added. 


R. H. Blake, associate director of the Cunard Line in the 
United States, speaking through his secretary, refused to com- 
ment on the reported withdrawal. 


Although the American Line’s trade name is part of the 
joint service, no vessel flying its house flag has been on the run 
since the Minnekahda was withdrawn last fall and placed on 
the New York-London run. At present two British liners, the 
Arabic, of the White Star Line, and the Cunarder Andania, have 
been maintaining the service. The former is scheduled to leave 
Hamburg October 11 for New York. She was originally sched- 
uled to sail from New York October 27 for Hamburg, but this 
sailing has been canceled. Instead she will sail October 30 for 
ren ig via Plymouth, replacing the Lapland in the Red Star’s 
service. 

“Despite the fact that volume of seaborne traffic today 
barely equals that of 1913, there has been an increase of 30 per 
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cent in ship tonnage,” states the Index, published by the New 
York Trust Company. 

While a large part of this tonnage represents ships that are 
obsolete and must be discarded, nevertheless the world still 
faces a condition where the number of ships available is more 
than adequate for the cargo to be carried. Of a total world 
tonnage on June 30, 1926, amounting to 59,116,000 gross tons, 
about 6,086,000 gross tons represent idle shipping, a decrease of 
nearly 10 per cent as compared with June 30, 1925. 


Before the war, two countries, Great Britain and Germany, 
owned 52.9 per cent of the world shipping. The United States 
has now taken Germany’s place, and last year American and 
Great Britain owned 52.6 per cent of the total. In active service 
the number of privately owned American ships increased more 
than 500,000 gross tons, while government-owned ships declined 
about 250,000 gross tons. The net increase, consequently, of 
American tonnage in commission for the year was about 250,000 
tons. The Index concludes: 


Ships under construction on June 30, 1926, decreased 405,000 gross 
tons, or 17 per cent, compared with the previous year. Less shipping 
at that time was under construction than during any period since 
1909. Continued demands for speed in ocean traffic will stimulate 
the replacement of obsolete ships, however, and the normal growth 
of the world’s industry and commerce will create larger shipping re- 
quirements. 

Shipping in the United States decreased 565,000 tons, or about 5 
per cent, during the fiscal year 1926, but this reduction took place 
rng in the retirement of idle ships. In active service the number 
of privately-owned American ships increased more than 500,000 gross 
tons, while government-owned ships declined by 250,000 gross tons. 
The net increase consequently of American tonnage in commission 
for the year was about 250,000 tons. 

There has been a steady decrease in total American tonnage since 
1923, both in vessels engaged in foreign and in coastwise trade. The 
percentage of America’s trade carried in American vessels is con- 
siderably lower than it was several years ago. In 1921 American ves- 
sels brought 71 per cent of the imports to this country and in 1925 
brought only 49 per cent. In 1921 American ships carried 38 per cent 
of the exports from the United States, while in 1925 they carried 
only 32 per cent. 


PROGRAM FOR MERCHANT MARINE 


Preparation of a national merchant marine program was 
urged by President Dalton, of the Fleet Corporation, in an 
address October 7 before the Propeller Club at New York City. 
He said there should be a restatement of the merchant marine 
policy of the United States by Congress; that a comprehensive 
and definite ship building program should be outlined and pre- 
sented to Congress, and that a sound plan for the financing 
of a new shipbuilding program should be worked out and pre- 
sented to Congress. President Dalton’s address, the first formal 
speech made by him since he became head of the Fleet Cor- 
poration, follows: 


Some of the most perplexing problems with which the ad- 
ministration, our Congress, and our people have to deal are those 
relating to the development and regulation by the government 
of our national transportation system and its allied activities. 
These problems become more and more perplexing with the intro- 
duction of new elements in our national transportation resources, 
the development of new means and methods of mechanical trans- 
port, and the rapidity with which changes in the older methods 
of operation and administration are forced upon the existing 
systems by the ever increasing demands of trade and commerce. 

The transportation resources and activities of this country 
may all be placed in one of the following groups: 


Ocean shipping engaged 

Ocean shipping engaged 
coastal service. 

Inland waterway, lake and canal shipping. 

Railway transportation. 

Aero transportation. 


in foreign commerce. 
in coast-wise and inter- 


The administration, operation and development of each of 
the transportation groups present many intricate and perplex- 
ing problems, but these are comparatively simple when com- 
pared with the greater problem— 


THE ESTABLISHMENT BY THE FEDERAL GOV- 
ERNMENT OF SUCH CONTROL AND _ REGULATION 
OF ALL ACTIVITIES OF THESE GREAT TRANS- 
PORTATION GROUPS THAT THE FUTURE DEVELOP- 
MENT OF EACH WILL ENABLE IT TO TAKE ITS 
PROPER PLACE AND PLAY ITS FULL PART IN THE 
CREATION OF A NEW AND GREATER NATIONAL 
TRASPORTATION SYSTEM. 


An American-owned merchant marine operating under the 
American flag is primarily essential to the maintenance and ex- 
tension of our foreign commerce—a commerce which must keeP 
pace with the industrial growth of the nation—and as a vital 
element in assuring our national security in the event of wal, ° 
this problem can no longer be relegated to the realm of theory, 
or “its consummation devoutly to be wished.” mere 

We are now faced with the immediate problem of providing 
an American-owned merchant marine under the American flag. 
The solution of this problem can no longer be delayed, if “a 
are to retain our commanding position among the great worl 
powers. , 

The formulation and execution of a practical plan, economlc- 
all sound, for the establishment and maintenance of an adequate 
merchane marine becomes, therefore, one of the most pressing 
problems immediately confronting the federal government an 
the people, as well as the private steamship owners and Priv ate 
operators of vessels under the American flag. ’ 

The vital question respecting our Merchant Marine can be 
very briefly stated: 









No. 15 


e New 


hat are 
ld still 
s more 
. world 
s tons, 
ease of 


rmany, 

States 
an and 
service 
d more 
leclined 
ntly, of 

250,000 


00 gross 
shipping 
od since 
timulate 
| growth 
ping re- 


about 5 
ok place 
» Number 
)00 gross 
oss tons. 
mmission 


age since 
ude. The 
; is con- 
ican ves- 
d in 1925 
per cent 
y carried 


[INE 


ram was 
1, in an 
ork City. 
t marine 
‘ehensive 
and pre- 
financing 
and pre- 
st formal 
‘leet Cor- 


. the ad- 
are those 
vernment 
activities. 
the intro- 
resources, 
cal trans- 
- methods 
» existing 
commerce. 
s country 


inter- 


f each of 
1 perplex- 
then com- 


GOV- 
ATION 
RANS- 
ELOP- 
E ITS 
Y THE 
[ONAL 


under the 
ce and ex- 


~ economic- 
n adequate 
st pressing 
nment an 
and private 


ine can be 


October 9, 1926 















SHALL THE PEOPLE OF THE UNITED STATES, 
THROUGH THE AGENCY OF GOVERNMENTAL AID, 
ESTABLISH ON A FIRM BASIS AND INSURE THE, 
FUTURE MAINTENANCE OF AN AMERICAN MER¢ 
CHANT MARINE THAT SHALL BE COMMENSURATE 
WITH THE DEMAND OF OUR FOREIGN COMMERCE 
AND IN KEEPING WITH THE POLITICAL AND ECO- 
NOMICAL POSITION THAT WE NOW OCCUPY AMONG 
THE GREAT NATIONS ae WORLD? 


SHALL THE AMERICAN MERCHANT MARINE BE 
DRIVEN FROM THE HIGH SEAS BY THE DESTRUC- 
TIVE COMPETITION OF OUR FOREIGN FLAG COM- 
PETITORS WHO ARE ABLE TO CONTINUE THIS DE- 
STRUCTIVE COMPETITION BY REASON OF THE PO- 
LITICAL, ECONOMICAL, AND FINANCIAL AID OF 
THEIR RESPECTIVE GOVERNMENTS? 


The United States is growing more and more dependent upon 
her foreign trade for the maintenance of her people and her 
industries and we must look to foreign geographic areas for 
imports of raw materials as well as to foreign geographic areas 
for potential markets for our own raw materials and manufac- 
tured products. 

The Department of Commerce report of the leading American 
exports and imports during the calendar year 1925, indicates the 
extent to which we are now dependent upon over-seas shipping 
for our essential imports as well as for the transportation to 
foreign markets of our exports, if we are to maintain that 
aa trade balance that is essential to our national pros- 
perity. 

During the calendar year 1925, the essential imports, which 
represented 60% of the total of our imports, aggregated $2,125,- 
390,000. During the same period 60% of our essential exports of 
raw material, and manufactured products, the sale of which 
in foreign markets was necessary for our prosperity, aggregated 
$2,794,417,000. 

With the recovery of other nations from the disastrous 
effects of the world war, and their return to a normal production 
basis, we must look forward to an ever increasing competition 
in the world’s markets. To meet that competition successfully 
we must control the means of over-seas transportation to those 
markets. We cannot depend upon the good will of other nations 
to furnish us the tonnage to carry our exports to markets in 
which they are our natural competitors. 


The time has passed when there should be any more need of 
presenting the reasons, or of going into lengthy explanations, 
of the necessity of America owning and operating a merchant 
marine under her own flag. <A perusal of the statements that 
were made to Congress in the hearings on the ship subsidy bill 
of 1922, should convince any thinking man of the fact that our 
private shipowners cannot build and operate American ships in 
the world trade without some form of governmental aid. The 
problem, therefore, that confronts us, who are interested in cre- 
ating a new American merchant marine, is not to present argu- 
ments in an attempt to convince our Congress and our people 
of the necessity of our merchant marine. The problem that now 
confronts us is to present a definite plan and a definite program 
that will meet with the approval of our people for rendering 
governmental aid in such a manner that all of our people may 
benefit thereby and that the method of rendering the aid will 
not serve to favor only special interests. That our people have 
been opposed to a direct subsidy has been clearly demonstrated 
by the failure to enact legislation for that purpose during the 
past twenty-five years, the most pronounced failure being that 
of the ship subsidy bill of 1922, 

Reviewing the efforts that have been made in the past, it 
does not appear that there has yet been presented to Congress 
and to our people a definite practical plan, carefully thought 
out, free from selfish interests or selfish motives, economically 
sound, that would give to our private shipowners that degree of 
financial aid that is necessary to maintain a privately owned and 
privately operated merchant fleet that shall serve the interests 
of the nation as a whole, and that cannot be open to criticism by 


— of its appearing to favor a limited group of special in- 
erests. 


_ With the creation of an American merchant marine we must 
give due heed to the inherent rights of other nations. The pros- 
perity of all the nations must depend upon international trade 
good-will. We cannot demand a greater share of the carrying 
trade of the world than that which rightfully belongs to us. 
There are certain over-seas_trade routes that are absolutely 
essential to our prosperity. Upon these trade routes it is abso- 
lutely essential that we maintain American flag vessels of the 
proper type and suitable tonnage to render that service to our 
people to which they are justly entitled. We must hold our 
Place in these trade routes by sheer merit. We can lay down no 
empirical formula respecting our proper share of the world trade. 
Each separate trade route presents a separate problem. On cer- 
tain trade routes it is essential to our prosperity to meet the 
competition of other producing nations that we control the 
carrying trade and the means of transportation. On other trade 
routes the percentage of trade and of the means of transporta- 
tion to which we are entitled will depend not only upon our 
own requirements but must also be influenced by that spirit of 


» fairness to all, and the same trade good-will toward other nations 


that we expect to receive from them in return. 

There are certain trade routes of the world in which we 
have no vital interest and we must leave those trade routes and 
the control of shipping thereon to those nations that have an 
inherent right thereto. 

We must have a better organization and better equipment 
for our new American merchant marine. Organization and con- 
Solidation is the present characteristic of the world’s industrial 
and commercial life. 

This tendency toward organization and consolidation is illus- 
trated in the standardization of vessels for the carrying of pas- 
Sengers and cargoes, better schedules and better service and the 
Maintenance of regular connections on important trade routes. 
. There has been a constant tendency toward the increase of 
liner tonnage since 1913. Liner tonnage insures greater regu- 
larity, quicker dispatch and other advantageous features which 
indicate that over-seas trade will be largely carried by cargo 

ers. 

The United States Merchant fleet and the privately owned 
fleet is lamentably deficient in modern cargo liners. Any build- 
ing program to be financed by the government for vessels to 
€ privately owned and operated, or for vessels to be govern- 
ment owned and privately operated, must provide for the con- 
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struction of new types of vessels, speedy and well equipped, that 
can successfully compete with our foreign competitors on the 
same trade routes. 

It is a nation-wide characteristic of the American people 
that they do not wish to be excelled or surpassed by any other 
nation in any undertaking of a similar character in which they 
are interested, or that may affect their material interests. 

The problem of the American merchant marine, when viewed 
from the standpoint of those responsible for its operations in 
the face of both domestic and foreign competition, is perplex- 
ing and difficult. When viewed from the broader viewpoint of 
those who have solely in mind the great potential future of the 
American merchant marine and its relations to the interests 
of our people and our nation, this problem resolves itself into 
only a few major factors. 

The most important factors that should be considered in 
the preparation of a national merchant marine program may be 
briefly summarized as follows: a 

1. There must be a re-statement of the merchant marine 
policy of the United States by the Congress, and this must be 
such that it can be supported by our people. This new policy 
must definitely assure our people, our shipowners and our ship- 
builders, as well as serve notice to all foreign nations, that it 
is the intent of the people of the United States, through the 
agency of their government, to create a new American merchant 
marine that shall be commensurate with the volume of our 
over-seas trade and that shall serve as a national defense asset 
in the event of war. 

There must be no equivocation in the statement of this 
policy—no indication that it is not the intention of the people to 
create this merchant marine. It must make clear the intention 
of the United States to maintain and to continue to maintain, 
so long as we remain a great nation and a great people, an 
American flag merchant marine, built in American shipyards, 
designed by American skill, and manned and operated by Amer- 
a seamen, as an integral part of our national transport sys- 

em. 

2. A comprehensive and definite building program should be 
outlined and presented to Congress. This program should pro- 
vide for the construction of a specified number of passenger 
carriers, combined passenger and cargo carriers, and cargo ves- 
sels, especially designed for service upon particular trade routes 
that are essential to America. These trade routes can readily 
be determined after a careful study of all of the trade routes 
of the world in which we have any interest, and a careful 
analysis of the volume and character of the traffic thereon. 
Ships to be efficiently and economically operated must be “tailor- 
made.” Quantity building by type, except for certain types of 
cargo vessels and tankers, will not meet the requirements. Ves- 
sels can be designed by our shipbuilders so as to meet the 
requirements of our shipowners and operators. They should be 
of the best type of ship construction, regardless of cost, that 
can be produced by American mechanical genius. The program 
of building should extend over a period of years. Contracts 
should be awarded to our existing firms of shipbuilders. The 
number to be built each year should be limited to the capacity 
of these existing yards. This limitation is highly desirable if 
we are to look to the future prosperty of our established ship- 
building concerns. There should be no encouragement given to 
temporary mushroom enterprise in carrying out this program 
such as was necessary during the world war when time and 
quantity production were the vital considerations. . This con- 
servative program will place our shipbuilding industry upon a 
sound basis and will enable them to permanently continue in the 
business for which they are equipped and adapted. The best 
advice of our private shipowners and operators and our 
shipbuilders should be sought, and the building program gener- 
ally directed and coordinated by the Shipping Board. 


3. A sound plan for the financing of a new shipbuilding pro- 
gram should be worked out and presented to Congress. In keep- 
ing with our present national economical policy, which is sound, 
too great a burden should not be placed upon the people by in- 
creasing the current national appropriations to provide for the 
shipbuilding program. Future’ generations will derive the 
greater benefit and should bear a greater share of the burden. 
Congress might authorize an issue of United States merchant 
marine bonds bearing a very low rate of interest, to be sold by 
public subscription, redeemable after a long term of years, the 
proceeds to be devoted to the shipbuilding program. 


By utilizing the proceeds as loans to private shipowners 
who would pay the interest charges on the bonds and to whom 
the ships constructed would be sold on a long term payment 
plan, the current cost to the national government would be in- 
significant, as it would simply act as the banker for the build- 
ing project. The private shipowner would receive the direct 
benefit by reason of the low interest on the total capital in- 
vested, which together with the assuming of a large profit of 
the insurance risk on the vessels by the government, would 
relieve the private owner of one of the great handicaps which 
now prevents private capital from being invested in new ships. 

We stand today at the parting of the ways with respect to 
the creation of an American merchant marine. We cannot go 
backward without jeopardizing our commanding place among 
the great powers of the world and there can be no more stand- 
ing still. We must go forward. The challenge has been made 
to America that we cannot maintain and operate under private 
ownership a merchant marine under American flag registry. 
This is a challenge to American initiative, American resourceful- 
ness, American genius, and American ability, and I*have such an 
abiding faith in the militant spirit of the American people to 
believe that they will not let this challenge stand. 


America has been the peer and the leader in every field of 
mechanical industry excepting that of shipbuilding and _ ship 
operation under the American flag. The question now before 
the people is, shall we fail to meet this challenge or shall we 
meet it and demonstrate to the world that there is no field of 
industrial endeavor in which the Americans are not the peer 
of any other people in the world? 

It appears to me that this challenge must be met no mat- 
ter what the cost. It is a significant fact that the total cost 
of the operations of the United States Shipping Board in the 
pioneer effort to keep the American merchant marine flag flying 
on the world trade routes represents only five-tenths of one 
per cent of the total expenditures for the cost of the federal 
government for the present fiscal year, and only three per cent 
of the amount expended during the same period for the Army 
and Navy to insure our future national defense. An American 
merchant marine is as essential for the purpose of national defense 
as an army and a navy, irrespective of its vital importance in 
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maintaining our commanding place in the trade marts and com- 
merce of the world. ; 

To the groups of men, like yourselves, who are familiar with 
the difficulties of this problem, we, who are simply your agents, 
must look for support and guidance. I feel that the support will 
be given, not only because of the fact that you have a direct 
material interest in American shipping, but because you have a 
greater interest, and that is in giving to our nation that com- 
manding place in the world to which we, as Americans, are 
entitled. 


. 


LUMBER INTERESTS PROTEST INCREASE 


Representatives of the National Lumber Exporters’ Associ- 
ation of Baltimore, Md., headed by Harvey M. Dickson, pro- 
tested October 6 to the Shipping Board and Fleet Corporation 
against the recent Advance in ocean freight rates on lumber 
from north Atlantic ports to United Kingdom and European 
ports with the result that F. G. Frieser, director of traffic of the 
Fleet Corporation, was instructed to accompany the lumber 
representatives to New York to aid them in presenting their 
case to the North Atlantic ocean freight conference October 7. 

President Dalton, of the Fleet Corporation, said the lum- 
ber exporters complained that the rate on lumber from north 
Atlantic ports had been increased 10 cents a hundred pounds, 
that the increase from south Atlantic ports was 5 cents, and 2% 
cents from Gulf ports. This disparity in rates, the lumber men 
said, put the shippers through the north Atlantic ports at a 
serious disadvantage in competition with shippers who moved 
their products through Gulf and south Atlantic ports. 

President Dalton reiterated that the Fleet Corporation felt 
that the recent increases in ocean rates are justified. He said 
Mr. Frieser was not going to appear before the rate conference 
in New York as an advocate but merely to assist the shippers 
of lumber products to present their case to the conference. He 
said the Fleet Corporation could not take action in favor of 
any particular class of shippers. 


SHIP REQUISITION CASES 


I. M. Foster, a commissioner. appointed by the United States 
Court of Claims, has submitted reports to the court in six cases 
involving a total of approximately $36,600,000 of claims grow- 
ing out of requisitioning by the government, on August 3, 1917, 
of contracts for construction of ships. He has recommended 
findings under which the claimants would be awarded a total of 
$8,893,849.50 as representing the value of the contracts on the 
date of requsitioning. The names of the claimants, the amount 
claimed by each and the amount of the award recommended in 
each case by the commissioner follow: Brooks-Scanlon Cor- 
poration, claim, $1,405,107.13; proposed award, $975,257.13; Con- 
sorzio Veneiano Di Armamento E Navigazions, claim, $3,402,- 
511.75; proposed award, $868,911.75; John M. Connelly Steam- 
ship Co., claim, $3,315,569; proposed award, $560,064; Ocean 
Steamship Company, claim, $3,145,342.63; proposed award, 
$1,297,427.52; Luckenbach Steamship Company, claim, $23,093,- 
443.65; proposed award, $4,586,813.90; and Compagnie Generale 
Transdlantique, claim, $2,199,963.40; proposed award $787,375.20. 


CONSTANTINOPLE FREE ZONE 


With a view to developing Constantinople as a shipping 
center, the Turkish government has entrusted to the Seriri- 
Sefaine—the Turkish Shipping Board—the reconstruction of vari- 
ous military warehouses, which are to serve as additional custom 
warehouses, according to advices to the Department of Com- 
merce from Trade Commissioner Julian E. Gillespie, Constan- 
tinople. It is reported, moreover, that additional docks will be 
constructed, landing cranes installed, and modern improvements 
made. 

Furthermore, since the city of Constantinople is not a pro- 
ducing center and has no large productive hinterland, as has the 
city of Smyrna, the Turkish government has undertaken plans 
to develop the port of Constantinople as a center for handling 
the transit traffic to and from the Black Sea. After extensive 
investigations carried on in the last few months by the Turkish 
Chamber of Commerce and Industry and by various government 
committees, with a view to determining the measures which will 
best contribute to development of the port of Constantinople 
and its traffic, the recommendation has been made that a free 
zone be established in the port. A project for the establishment 
of such a zone has been submitted by the Turkish Chamber of 
Commerce and Industry to the Ministry of Commerce and is now 
under consideration. 

According to the project, it is planned to adopt the form of 
administrative system followed in the port of Hamburg, and to 
construct a number of docks and bonded warehouses where for- 
eign merchandise can be manipulated, packed, repacked, re- 
paired, and otherwise put in shape before being reshipped from 
the free zone to the port of final destination. 


TRAFFIC THROUGH SUEZ CANAL 


The number of commercial transits through the Suez Canal 
in the half year ended June 30, 1926, shows a decrease of 12.54 
per cent compared with the first six months of 1925, according 
to a report from Consul John L. Bouchel, Port Said, made public 
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by the Department of Commerce. The actual number of transits 
for the first half of 1926 was 2,509, on which tolls of 93,560,000 
gold francs were paid. Decreases were noted in each of the 
months of 1926 compared with the corresponding period of 1925. 

The volume of tonnage passing through the canal in the 
period under discussion was lighter than for the record period 
of 1925. In the 1926 period 13,055,000 tons if shipping passed 
through the canal, of which 7,041,000 tons were northbound and 
6,014,000 tons were southbound. During the first half of 1925, 
tonnage transiting the canal totaled 14,127,000, of which 7,753,000 
went northward and 6,374,000 went south. 

In net tonnage, vessels of British registry using the Suez 
Canal accounted for 57.7 per cent, followed by vessels of Dutch, 
German, French, Italian, Japanese, United States, and Nor- 
wegian registry in the order named. 

Cargo transported through the Suez Canal the half-year 
ended June 30, 1926, showed a decrease of over 1,000,000 dead- 
weight tons compared with the corresponding period of 1925. 
This was due chiefly to the fact that exports from both Australia 
and British India, which were exceptionally heavy during 1925, 
were considerably lighter during the current year, and thus the 
northbound cargo traffic suffered a considerable loss. The in- 
crease in southbound traffic, however, made up almost 50 per 
cent of the loss. The total passing in transit through the canal 
in the 1926 period was 12,935,000 tons, of which 7,768,000 was 
northbound and 5,167,000 was southbound, compared with a total 
of 14,082,000 tons—9,865,000 northbound and 4,227,000 south- 
bound—in the first half of 1925. 


LEGION AND LEVIATHAN 


President Dalton, of the Fleet Corporation, has announced 
that final arrangements under which the American Legion will 
use the Leviathan, of the United States Lines, as its official 
flag ship to go to Paris for the 1927 convention of the Legion, 
have been completed. Two other vessels of the U. S. Lines also 
will be used by Legion members. The Legion will also use ves- 
sels of foreign flag lines. Under the agreement between the 
Fleet Corporation and the Legion, the latter will have exclusive 
use of the Leviathan if 455 first-class, 470 second-class and 400 
third-class passages are booked. If the bookings fall short of 
the required numbers, the Fleet Corporation may sell space to 
the general public. The Legion wishes to fill the ship with its 
members so that, regardless of whether a member travels first, 
second or third class, he will have access to all parts of the 
Leviathan. Special rates will be accorded the Legion members. 
President Dalton said, however, that it was estimated that the 
revenue from the voyages would be slightly better than the 
revenue that would be obtained on a regular voyage at the same 
period of the year—September and October. 


NEW “MARINER’S BIBLE” FOR PACIFC COAST 


Col. E. Lester Jones, director of the U. S. Coast and Geodetic 
Survey, announces that the new edition of the U. S. Coast Pilot 
for the Pacific Coast is now ready for distribution. The volume, 
often referred to as the “mariner’s Bible,” is the work of Lieut. 
R. R. Lukens, formerly in command of the survey ship Pioneer 
and a veteran in survey work on the Pacific Coast. It contains 
330 pages and describes in detail the waters of the California, 
Oregon and Washington coasts. The aids to navigation are cor- 
rected to May 28, 1926. 

While the Coast Pilot is primarily for the navigator and 
shipmaster, it also contains much information of interest to 
commercial houses, importers and exporters who want accurate 
data concerning various ports and their shipping facilities, the 
department says. 

The Coast Pilot for the Pacific Coast may be obtained at 
any of the chart agencies in the various ports or from the direc- 
tor, Coast and Geodetic Survey, Washington, D. C. The price of 
the volume is 75 cents. 


PARCEL POST REGULATION 


W. Irving Glover, second assistant Postmaster General, 
has issued the following: 


Effective October 1, the following transit rates will apply 
with respect to parcels addressed for delivery in French Mo- 
rocco: 


Western Morocco Eastern Morocco 


ee! eae 0.28 Oe a 0.29 
3-11 pounds ............. 45 3-11 pounds ..........-+- 46 
TSE PORES ie ccciacvie -75 13-32 POUNGS .2écccvcccves a 


The postage and transit charges must be prepaid by postage 
stamps affixed to the parcels at time of mailing. 

The above modifies the item “Morocco (French)” appearing 
an pages 253 and 254 of the annual Postal Guide for 1926. 

It will be noted from the above that parcels will no longer 
ee to the zone in which the office of destination 
is located. 


PANAMA CANAL TRAFFIC 


The governor of the Panama Canal has reported to the 
Secretary of War that the September traffic through the canal 
was 446 commercial vessels with tolls of $2,019,626.42. In Sep- 
tember, 1925, the number of vessels was 388, with tolls of 
$1,692,723.11. 
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CANADIAN CAR LOADING 


Car loadings for the week ended September 25 amounted to 
75,454 cars, or 715 less than for the corresponding week last 
year. Lighter grain loadings in the west was the chief reason, 
being 4,876 less than last year. Coal loading was heavier in 
both divisions, total increase being 1,774 cars. Merchandise was 
about the same in the west, but 983 cars heavier in the east. 
Miscellaneous freight gained 1,007 cars in the east and lost 188 
in the west. The total for the eastern division increased 2,987 
cars and the west decreased 3,702 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
-—For the Week Ended— 





















































Sept. 25, Sept. 18, Sept. 26, 
Commodities 1926 1926 1925 
Grain and Grain Products.........ccccece 3,286 2,562 3,188 
pe ae OS Ps ee aS 1,430 1,250 1,340 
GONE coe winds pulecnacwinsnasis's.clesieda euabhieseate 5,596 5,219 4,534 
CR ric ciranneennta otdinwaaseauaaamanianion 291 246 348 
PE aaa Vaniatne Server necheweneeweeees 2,768 2,397 2,858 
PU ais Heb os seins Sek assaslasin 6a Tadh we ane '® Shelia 1,774 1,879 1,677 
I iid cat dc cbvcumaeecenetdas 1,820 1,910 1,969 
Other Forest Products. .....cccccccccsccece 1,349 1,221 1,323 
OPO sidccees SeSAeW eAWke Ghee do ceebsmeseet Gees ,112 1,478 1,192 
ge A a re reo 12,770 12,641 11,787 
iis 50:46 -na dines <iedbesemieaamuie 12,525 11,290 11,518 
py a en 44,721 42,093 41,734 
Total Cars Received from Connections 37,395 35,186 31,081 
WESTERN CANADA 
Grain and Grain Products...........ccees 14,360 13,360 19,236 
PU SPI 64 000-06 cs daeaecles som ecmeun eewews 1,513 1,395 1,481 
MNT 1scsieUln oss wine Se cameleaeeenebeew er csoeese alee 2,090 2,054 
BE ie ainwu sae newna oremeseessabuswaaase 65 77 
EMME Sein. sce ces toecaaenkewwn acmaate 1,009 1,068 998 
UE cae ws Koiorncveseeesauetesosbeaies ° 116 154 145 
ok errr rrr ere 172 235 138 
Other Forest Products. 6:6..00.0000006ee0eee 1,511 1,442 982 
CI civ s cibaelnie ciaicveseis ts) s.ai0is s0cbinedwes abe 529 842 488 
POON | 2s Ce. Tiss ccceisivdaeveeeeesieeee 4,760 5,003 4,769 
pS RR ae 3,932 4,293 4,120 
DOCH Cw EOGROG ooisié oisic cescssinc cease 30,733 29,959 34,435 
Total Cars Received from Connections 2,850 2,719 2,980 
TOTAL FOR CANADA 
Grain and Grain Products...........sceece 17,646 15,922 22,424 
MTN UM a bina bidb aw cn ewes.6cendsers wewaiees 2,943 2,645 2,821 
ML nvsetaakweenerneeeneeseneesuorcusutye « 8,362 6,588 
CHM bine tere oaticisciaciepaclewasiesios saws veces ; 356 372 
RI oie See acawenn sea sos-beumaeecsecemes 3:777 3,465 3,856 
Pulpwood 1,890 2,033 1,822 
ID: GN NOE isco osc ceaieaieweer 1,992 2,145 2,107 
Other Forest Products 2,860 2,663 2,305 
Ore 1,64 2,320 1,680 
OPCML, Be Go Boseiie'n s sivicisicnesesekicees 17,530 17,644 16,556 
pO RT ae eee 16,457 15,583 15,638 
"POUAl Care TORGOE 6 oki csiiiccdinveix 75,454 72,052 76,169 
Total Cars Received from Connections 40,245 37,905 34,061 
CUMULATIVE TOTALS TO DATE 
1926 1925 
267,646 256,184 
78,688 86,172 
207,435 134,403 
13,682 10,543 
138,578 136,439 
Bn ORE EERE 106,124 102,520 
PUD GE WN dine eis0 0-0 cceseonsecvcoeees 91,113 77,351 
Gther WErent PrGGuctes oo os0ss0cccecs cose 117,922 106,992 
nc LEE POL OE EON 64,841 52,335 
MPC SG, Beiics oes easaece beecaen 616,522 579,368 
MCCAIN s 256s wines eos Ten bcwereeseutos 532,151 472,961 
TOtal Cate EGO 6 vive ccccccssccwcewes 2,234,702 2,015,268 
Total Cars Received from Connections 1,412,332 1,256,424 


CANADIAN RAIL EARNINGS 


Traffic earnings of the Canadian National Railways for the 
Week ended September 14 were $5,130,105, as compared with 
$5,077,516 for the same period of 1925, an increase of $52,589, or 
l per cent. Earnings of the Canadian Pacific for the same period 
Were $3,822,000, a decrease of $227,000, or 5.6 per cent. 

The statement of gross earnings, working expenses, and net 
profits of the C. P. R. for August and the first eight months of 
the year is considered satisfactory. The usual seasonal im- 
provement in both gross and net for August was shown and both 
showed increases over August, 1925, although the increase in 
het was the smallest shown by the road since last November. 
It was the best gross shown in any August since 1921, while net 
Was at its highest since 1916, and the third greatest net for any 
August in the history of the company. 

_ The showing for the eight months as to net is the best 
Since 1917. Gross for the period was the second best showing 
on record, having been exceeded only in 1920 and being ap- 
proximately 30 millions higher than for the corresponding period 





THE TRAFFIC WORLD 827 






of 19138. The following are the gross earnings, working expenses 
and net profits for August and the eight months: 


August 1926 1925 
CD. Cctie pints See wo CERES A + SSC CC ba CeSE aH $ 16,630,173 $ 15,421,148 
WORE, IIE hohe sic tuiscc ns neceweees 12,324,798 11,239,367 

BONE. -cuckiciiewuacwenbobelshbisiev cosine $ 4,305,375 $ 4,181,781 

Eight Months 
aca 65 owe eS iis 044. oeeeeie te eemee $118,456,380 $105,765,016 
Ge eo eee 96,273,182 90,396,713 

BOE, Gis dswenseucueant eeeelbees case vem $ 22,183,198 $ 15,368,302 


CANADIAN OPERATING STATISTICS 


The statement of operating revenues and expenses of Cana- 
dian railways for July shows that the gross revenue was larger 
than the previous high July record, made in 1920, $1,363,710. 
Compared with 1925, the increase was $3,536,833, or 9.3 per cent. 
Operating expenses were heavier by $2,308,872, or 7.4 per cent, 
the largest item being an increase of $1,101,307 in maintenance 
of way and structures. The net revenue was $1,227,960 greater 
than last year and the operating ratio was reduced from 83.04 
per cent to 81.52 per cent. 

The number of tons of freight carried was greater by 13 per 
cent and, although the average haul was less, the ton miles 
were greater by 6.8 per cent and the average receipts per ton 
mile increased from 1.171 cents to 1.222 cents. Passenger traffic 
increased not only in the number of passengers carried and in 
the passenger miles, but also in the average length of journey, 
which was 4.9 miles longer. The cumulative totals for the seven 
months show an increase in gross revenues of $31,571,940 and 
in net operating revenues of $19,240,646. 

The Canadian National Railways earned a larger gross rev- 
enue and a larger net revenue than in any previous July. The 
increase in gross was $1,669,981 over July, 1925, and $1,396,654 
over July, 1923. The net revenue was $457,441 above last year, 
the previous high record. Operating expenses were also the 
heaviest, principally on account of heavy expenditures on main- 
tenance of way and structures. 

Freight traffic was particularly heavy for July. Passenger 
traffic showed a decrease of 2.7 per cent in the number of per- 
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sons traveling but an increase of 9.0 per cent in the passenger 
miles, the average journey increasing from 67.3 to 75.4 miles. 

Freight train loading was heavier than last year by 11.3 
gross tons, though net tons showed a decrease of 9.3 tons, the 
average loading per car being slightly less: The average rev- 
enue per ton mile increased from 1.126 cents to 1.185 cents; in- 
creasing the revenue per freight train mile by 10 cents. 

The lines in the United States earned $487,191 more than 
in July, 1925, and net revenues were greater by $297,955. The 
cumulative totals for the seven months show increases for the 
entire system of $17,602,437 in gross revenue and $11,869,711 
in net. 

On the Canadian Pacific gross revenues were $1,397,736 
greater than in 1925 and net revenues increased by $579,485. 
Freight receipts increased $1,103,208, or 11.8 per cent, for an 
increase of 5.6 per cent in revenue ton miles, and passenger re- 
ceipts increased by $201,137 or 5.7 per cent, for an increase of 
3.8 per cent in passenger miles. Operating expenses increased 
$818,250, or 6.9 per cent, the largest increase being $322,472, or 
13.1 per cent in maintenance of equipment. The total payroll 
increased $729,631, or 9.7 per cent for an increase of 4,197, or 6.6 
per cent in the average number of employes. 

The average load per car was 26.5 tons, compared with 24.5 


tons last year, and the revenue per ton mile also increased from 
1.167 cents to 1.236 cents. 


TRAFFIC FALLING OFF 


Down to the end of August, every month this year has shown 
a gain in Canadian railway traffic over last year. The first break 
in the upward movement came in the second week in Septem- 
ber and, while it amounted to only 2,427 carloads, it marked the 
beginning of a change in the situation, the loss being confined to 
grain. For the first two weeks of September last year the class 
A railways moved 26,731 carloads of grain. This year they 
hauled over 30 per cent less. The reasons given are that the 
movement began earlier last year and there was more grain to 
move, though the crop is certainly not one-third smaller than 
last year. 

Apart from grain, the railways this year moved in the west- 
ern provinces 2,365 more carloads of freight than in the corre- 
sponding period in 1925. In the east, apart from grain, the in- 
crease was 2,930 cars. : 

From the opening of the current year to the end of the 
second week in September, 2,130,670 loaded cars were hauled 
by class A railways, as compared with 1,895,904 in 1925. There 
was, therefore, an increase of 234,766, or slightly over 13 per 
cent. This traffic betterment was directly due to an improve- 
ment in the volume of national trade. 


The following comparative statement shows the traffic by 
months: 


1926 


1925 1926 
January .........244,602 a ee Cer 237,608 297,806 
POUUURTY occeses 215,463 BORMEE DUNG ccvecesccwes 204,046 251,750 
March ..c.csecss 210,224 BONG (AUF siccvcasceenene 251,071 296,867 
os errr 196,101 mnGG0e AUBUBt .escccess 209,662 235,055 


May shows the largest gain, with June, July, and August 
ranking next in order. It seems certain that September will fall 
below last year and the remaining months of the year will likely 
show the same result if the grain figures turn out as expected. 

The total tonnage last year was about 12 per cent below the 
level for 1920, with a corresponding reduction in gross earnings. 
With lower rates in force, it seems probable that the railways 
will not this year have receipts within $35,000,000 of the 1920 
level, though the increase in high grade freight for the first 
eight months of the year has been encouraging. 


CANADIAN BOARD ORDERS 


The Board of Railway Commissioners has passed the follow- 
ing orders: 


Authorizing Canadian National to open for traffic the portion of 
the Acadia Valley branch lines, Alberta, mileage 0 to 24.60; 


Approving location of Canadian Pacific Railway Bromehead west- 
erly branches, Saskatchewan, mileage 25.5 to 43.1; 


Authorizing Canadian National to carry traffic on its Willowbunch 
branch, mileages 43.22 to 71.71. 


WAGE DEMANDS IN CANADA 


The Canadian Brotherhood of Railway Employes, through 
the chairman of its system committee, has placed before the 
Canadian National Railways notice of proposals for a revision 
of wage schedules. It is expected that meetings to decide the 
matter will take place in November. For over two years this 
organization has had experts inquiring into the cost of living, 
visiting different points in Canada, and making a survey of 
prices. A statement giving a general increase of about 18 per 
cent in living costs was submitted, though this figure does not 
agree with the official figures prepared by the government De- 
partment of Labor. 

Among the proposals of the employes is one to equalize 
rates on positions of similar character entailing similar respon- 
sibilities. Vacations for hourly rated men who have over five 
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years’ service is asked. A few positions were specifically men- 
tioned in the notice to the management covering particular 
work. All other monthly rated positions are asked to be in- 
creased $20 a month, with a minimum of $90 a month. Hourly 
rated positions are asked to be increased 10 cents per hour. 
Six days’ vacation with pay is asked for hourly rated employes 
when such employes have at least five years’ service. 

The Research Department of the Brotherhood claims that 91 
per cent of the monthly positions range from $81 to $145. Most 


of this class includes married men who have over three years’ 
service. * 


> - > . a 
CAR SHORTAGE FOR PRAIRIE CROPS 


Car shortage for the movement of prairie crops is predicted 
by Vice-President Dalrymple, of the Canadian National, in an 
interview in Vancouver following an inspection of traffic condi- 
tions throughout the western region. “There is every proba- 
bility,” he says, “that the railways of Canada will have to tell 
shippers that they are not in a position to give immediate at- 
tention to their requirements. This is reflected in general busi- 
ness conditions, not only in the west, but throughout eastern 
Canada and the United States. It is, perhaps, the healthiest 
sign a country can have, but, nevertheless, it does affect railway 
traffic departments. We will use every endeavor to meet the 
demand, and have prepared for it to the utmost of our equip- 


ment, but there still looms the grave condition of a car 
shortage.” 


NO RAILROAD PROSECUTIONS 


British Columbia’s application for right to begin criminal 
prosecutions of officers of the Canadian Pacific and Canadian 
National railways on a charge of failure to grant the province 
full benefit of an equalization order on westbound and eastbound 
grain rates has been dismissed by the Board of Railway Com- 
missioners. Frank Oliver, western commissioner, dissented 
from the views of his fellow commissioners and favored giving 
the province authority to proceed with criminal court action. 

At the Vancouver sittings of the board last July, Mr. McGeer 
asserted that an earlier order of the board instructing the trans- 
continental lines to extend Crow’s Nest rates on grain and flour 
to Vancouver had not been complied with by the railways, and 
that shippers westward were being defrauded by the railways. 


MOTOR VEHICLE COMPETITION 


In an address before the Canadian Good Roads Association 
at Edmonton, October 1, S. L. Squire, deputy minister of high- 
ways for Ontario, declared that, within ten years, there would 
not be more than ten lines of electric railway in Canada able to 
operate and show a profit. He went on to show how automobiles 
and motor trucks were gradually supplanting railways and radial 
lines in meeting transportation needs. In this connection, he 
said, there should be a thorough survey of districts in which 
new railway lines were projected, with a view to determining 
whether automobiles and auto trucks could not serve the people 
just as well. An adequate fee for trucks operating on the public 
highways also was urged. 


CANADIAN SHIPPING SITUATION 


An idea of the tightness of the tonnage situation may be 
gained from the fact that the British steamer Tafna has been 
chartered to load grain at Montreal between October 5 and 
October 25 at 21 cents a hundred to a port on the Bordeaux- 
Hamburg range. At present there are 48 steamers chartered 
to take grain across the Atlantic from Montreal in the current 
three months, the rates for which are said to be higher than 
at any other time since the war. The continuous demand for 
tonnage to carry coal from the United States to Great Britain 
during the recent strike, combined with requirements to take 4 
large proportion of the American exportable grain crop and the 
new Canadian crop out of Montreal, have led to a scarcity of 
tramp steamers. 

In June, July, and August there was little demand for 
steamers to carry grain from Montreal, as comparatively little 
buying was apparent in Great Britain or on the continent; but, 
with the demand for coal-carrying vessels and the seasonal re- 
quirements of the St. Lawrence trade, the rates have strength- 
ened. Another steamer has been chartered to carry grain from 
Montreal to the Mediterranean at about 25 cents a hundred for 
second half October loading. ; 

In the early stages of the coal strike tramps were comings 
to Montreal for grain at between 12 and 13 cents, but the de 
mand for coal tonnage was so great and the rates so high that 
owners of tramps sent their ships into that trade in preference 
to grain. A proportion of tramps was also attraeted to Gulf of 
Mexico ports by the prospects of good business in the Americal 
hard wheat crop. ; 

Figures supplied by the Montreal Harbor Commission show 
how the above conditions have affected the business of that port. 
At the beginning of the year there was less than 7,000,000 bush- 
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SPEED and ECONOMY 


when you ship 
ia 


The Port of ——' Texas 


xz kh & 


THROUGH PROMPTLY 


Fast Freight Transit Is Assured 
When You Route Your Shipments 


The “I. C. & E.” Lines 


Between Louisiana 


SPRI NGFIELD, OHIO Oklahoma 


! IFTY miles closer by WATER 
4 to the vast markets of the 
=== Southwest— 





Served by SEVENTEEN RAIL- 
ROADS reaching every COMMON 
POINT in Texas and extending the 
HOUSTON RATE ADVANTAGE into 


Arkansas 
New Mexico 
Arizona 
Colorado 


5000 Miles of Electric Railway 


Territory in QOhio-Indiana- Michigan 


The whole story is told most graphi- 
Overnight Service | cally in 


“PORT HOUSTON” 


The official organ of the 
Port Commission. 


Dayton, Lima, Columbus, Toledo, Detroit, 
Ft. Wayne, Indianapolis, Cleveland, Richmond, 
Urbana, Bellefontaine. 


2nd Day 


Cincinnati, Hamilton, Middletown, Delaware, 
Marion, Chillicothe, Newark, Zanesville, 
Terre Haute, Peru, Logansport, 
New Castle, Muncie. 


3rd Day 


Louisville, Martinsville, Crawfordsville, LaFayette, 
Anderson, Bluffton, Kokomo, South Bend, 
Grand Rapids, Muskegon, Kalamazoo, 
Battle Creek, Jackson, Lansing. 


In Picture, Text and Tariff. 


THIS BOOK IS FREE 


xm Rk 


Address 


The Director of the Port 
5th Floor Courthouse 


HOUSTON TEXAS 


Write for free copies of Shippers’ 
Guides and Large Map in Colors. 


The “I. C. & E.” Traction Lines 


J. M. DRAKE, P. R. A. Springfield, Ohio 
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els of grain in store, which dropped to 5,110,000 in May. By the 
end of that month the figures rose to nearly 8,000,000 bushels, 
and by the end of July there were over 10,000,000 bushels on 
hand, this continuing in August and September. Present stocks 
are about 9,500,000 bushels, which will have to be heavily de- 
creased if Montreal is to handle the Canadian crop now moving 
eastward. Forty tramps are chartered to load grain before the 
close of navigation in early December, this number being less 
than for corresponding dates last year. 


FREIGHT CONGESTION ON MAGDALENA RIVER 


Twenty-three steamers are stranded at La Dorada on the 
lower Magdalena river, in Colombia, according to cabled advices 
to the Department of Commerce from. Commercial Attache Wil- 
liam Boaz, Bogota. July, August and September are usually the 
dry months, and with the advent of the usual October rains in 
the mountain regions, the river situation is expected to improve. 
At present, however, freight continues to be piled up at river 
transfer points and congested conditions are further aggravated. 


RIVER AND HARBOR ALLOTMENTS 


The Secretary of War has approved an allotment of $800,- 
000 to be applied on improvement of the upper part of the 
Hudson river. In explanation of the allotment, a statement 
issued by the War Department said: 


The old project for. the Hudson River provided for a 12-foot 
depth in the upper river. The river and harbor act of March 4, 
1925, provided for a channel 27 feet deep from the City of Hud- 
son to the Albany-Greenbush Bridge in Albany. Expenditures 
under this project were contingent upon certain local cooper- 
ation. Among the requirements imposed on local interests were 


a. Provision of dumping grounds for dredged material. 

b. Organization of a terminal agency, with the special 
view of promoting transfer of freight between 
ships and rail terminals. 

c. Provisions satisfactory to both the Chief of Engineers 
and the Secretary of War for the construction of 
certain terminals in the Port of Albany. 


While these requirements have not yet been fully met, 
negotiations have proceeded to such a point that in the opinion 
of the Chief of Engineers they will probably be completed with- 
in a few days. In order that work may be advertised and oper- 
ations begun promptly after formal compliance with the condi- 
tions imposed, the Secretary of War has approved an allotment 
of $800,000 to be applied to the Improvement of the Hudson 
River, New York. 

Other allotments approved by the Secretary of War are 
the following: 

CS Ee Se ae eee re $20,000. 

This amount is required for the execution of a_ project 
adopted March 4, 1913. The project provided that local interests 
should cooperate to the extent of furnishing suitable places for 
deposit of dredged material, and should likewise give the gov- 
ernment a release from all claims for damages due to sloughing 
of banks incident to the work. These requirements have but 
recently been met. Dredging work in the river is now urgent. 

Newark Bay, Hackensack and Passaic Rivers,N. J $80,000. 

Shoaling has occurred in the section of the channel in New- 
ark Bay completed in 1924, to such an extent that maintenance 
dredging is urgently required to provide facilities for navigation. 
The importance of this waterway has recently been greatly in- 
creased through the construction of modern water terminals by 
the City of Newark. 

Duiwutn and Superior harbor, Wis ....csccccccvcescs $25,000 

This amount is required for the execution of the project, in 
addition to the $90,000 already allotted, which has been found in- 
sufficient for the proposed work. $20,000 is to be withdrawn from 
allottment of $137,000 for improvement of Harbor of Refuge at 
Marquette Bay, Michigan, and $5,000 from allotment of $37,000 
for improvement of Harbor of Refuge at Grand Marais, Michigan, 
the total allotments for those projects having been found un- 
necessary. 

ge Be i ae era a $25,000 

Shoaling has occurred in this channel, and this amount is re- 
quired for dredging for maintenance of channel dimensions. In 
lieu of a direct allotment for this purpose, it is proposed to pro- 
vide the amount needed, from the balance available for improv- 
ment of New York Harbor, which can be done without detriment 
to that work. 

BERMOG BUTVOPS VR. 6 06 be. 00's baie c bee boedeces $15,000 

Fifteen thousand dollars has already been allotted for this 
project, and dredging is now in progress, but as the work pro- 
ceeds it is evident that the funds available will not suffice to 
provide the channel dimensions required by the commerce on the 
river because of shoaling that has occurred in excess of the an- 
ticipated amount. 

It is desirable to complete the project while the dredge is in 
the locality, and it is estimated that an additional $15,000 will be 
required for the work, such allotment to be withdrawn from the 
unallotted balance of $4,204,850 reserved for contingencies out of 


the appropriation of $50,000,000 provided by appropriation act of 
April 15, 1926. 


MISSISSIPPI RIVER COMMERCE 


Commerce on the Mississippi River between St. Louis and 
New Orleans is now greater than it ever was before, according 
to a statement issued by Secretary of War Dwight F. Davis, 
whose home is in St. Louis, Mo. The statement follows: 


I have received from Major General Edgar Jadwin, chief of en- 
gineers, statistics which show that the commerce on the Mississippi 
River between St. Louis and New Orleans is now greater than it 
ever was before, far greater than it was in the so-called golden days 
of Mark Twain’s youth. In the first official census of transportation 
by water in the United States made in 1889, the total waterborne 
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shipments from points on the Mississippi above New Orleans were 
reported at 4,206,745 tons. This figure includes all traffic between 
points on the Mississippi between St. Louis and New Orleans and 
all shipments to points on the various tributaries. It does not in- 
clude, however, receipts from the Ohio and other tributaries which, 
as nearly as can be ascertained, amounted in the calendar year to 
some 1,700,000 tons. The flow of grain from St. Louis to New Orleans 
in 1889, which is included in the shipments given above, was very 
close to the peak for that period. Making due allowance for incom- 
plete records, the net total commerce of the Mississippi between St. 
Louis and New Orleans in 1889 may safely be taken as 6,000,000 tons. 
While the movement of cotton was larger in some previous years, 
and the movement of grain was slightly larger in 1880, it is believed 
that on account of the heavier coal movement in 1889, the figures for 
that year represent the maximum for the 19th century. 


As for the days before the Civil War when the Mississippi River 
was supposed to be traversed by floating palaces, the best figures 
obtainable indicate that the maximum receipts at New Orleans from 
up-river points were not much, if any, above 2,000,000 tons per year. 

For the calendar year 1925 the total river traffic between St. Louis 
and New Orleans, eliminating all known duplications and excluding 
ocean freight below New Orleans, was 13,141,000 tons. Of the total traf- 
fic of the river, 5,287,000 tons was oil in ocean carriers to and from 
Baton Rouge. Deducting this, we still have a total of purely river 
traffic of 7,854,000 tons, or nearly 2,000,000 tons in excess of the 1889 
figures. Carefully worked out plans for Mississippi River improvement, 
adopted by Congress some years ago, are evidently showing results. 
Incidentally, it might be noted that the traffic of the port of New 
Orleans was 100 per cent larger than in 1916. 

This situation is hopeful. Mississippi River traffic is growing 
satisfactorily, and we hope it may be as large proportionately to 
19th century traffic as present-day Mississippi Valley population is 
to the Valley population of 40 years ago. The census for 1889 gave 
the total commerce of the Mississippi River and its tributaries as 
28,289,503 tons. The total is now approximately 50,000,000 tons, with- 
out duplication, or nearly twice what it was 37 years ago. The Ohio 
River canalization project is well under way. With a maintained 
project depth of 9 feet in the lower Mississippi River, the traffic is 
expected to increase largely, and even more so when the lower 
Missouri River project has been completed and the lakes to the gulf 
deep waterway becomes a reality. It is also probable that, with this 
growth and the growth of the country, further extensions of the 
system will be found justifiable. 


FLAYS STATE COMMISSION 


The Traffic World Washington Bureau 


Unusual language is employed by H. J. Wagner and H. V. 
C. Wade, counsel for the Norfolk-Portsmouth Freight Traffic 
Commission in their answer to exceptions filed in behalf of the 
State of North Carolina Corporation Commission in No. 16321, 
State Corporation Commission of the State of Virginia vs. 
Aberdeen & Rockfish et al. The Norfolk-Portsmouth commis- 
sion, intervener in the case accuses the North Carolina body, 
which moved to dismiss the proceeding on the ground of a 
lack of jurisdiction and resting, as the Norfolk-Portsmouth 
commission asserted upon that motion, of going outside of the 
record in making up its exceptions. It also called attention 
to the fact that the exceptions were undated. The examiner 
ruled against the North Carolina commission. That, accord- 
ing to Messrs. Wagner and Wade, resulted in the North Caro- 
lina body losing what they called the first round. 


In this case the Virginia commission complained about 
the rates from Virginia points to destinations in North Caro- 
lina. The North Carolina commission took the position that 
because the complainant amended its complaint so as to elimin- 
ate the allegation of unreasonableness the federal commission 
lost jurisdiction, resting its contention upon article 1 of sec- 
tion 3 of the Constitution of the United States, prohibiting in- 
direct control by the federal government of matters within 
state control. The North Carolina commission contended that 
because the interstate rates were not attacked as unreason- 
able the federal body could not proceed against the rate stitu- 
ation created, in part by North Carolina, under the third and 
thirteenth sections. In part the attorneys said: 


It is regrettable that a State Commission, of all litigants be- 
fore this Honorable Commission, should resort to “back door” 
tactics for the purpose of thwarting justice. Having staked its 
all “upon wholly legal considerations,” (brief p. 3)—and lost the 
first round—that Commission now attempts to “cover up,” in the 
second round, by importing into the record not only immaterial 
and irrelevant facts—and so held to be by the presiding examiner, 
but also facts clearly not of record. Such methods lead one to 
wonder if the state-made rates of North Carolina, here under 
attack, were arrived at with the same disregard of the rights of 
shippers not located. within the confines of the great and glorious 
Commonwealth, around which the State of North Carolina au- 
thorities have built a rate wall with an “eye-of-a-needle” gate 
for interstate shippers who would compete with intrastate ship- 
pers. 


If, as stated at page 29 of the exceptions, various lines of 
industrial activities in the State of North Carolina would be 
annihilated through the establishment of the K-1 rates within 
North Carolina, without a revision in the inbound rates from 
Official Territory to the Virginia Cities and North Carolina des- 
tinations—a conclusion unsupported by any evidence of record 
—it is submitted that this would hardly justify the Commission 
in refusing to cause the removal of the existing rate inequalities 
which have operated and are operating to the detriment of Vir- 
ginia interstate shippers and for the benefit of North Carolina 
intrastate shippers. 


Moreover, if a proper rate realignment results in the restor- 
ation to Virginia localities and shippers of business lost to 
North Carolina towns and shippers solely as a result of an un- 
justly discriminatory state-made adjustment, this will be but @ 
tardy recognition of their right to do business in North Caro- 
lina on an even keel with their North Carolina competitors. 
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BALTIMORE, MD. 


GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 


PORTLAND, OREGON 
COLONIAL WAREHOUSE & TRANSFER CO. 










STORAGE AND DISTRIBUTION 
MERCHANDISE 


Serving tional Distributors 
Write or wire us for information and rates 13th and Everett Sts. 


FREE 
many large Na 


BONDED 
474 Everett St., or 





TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
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JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 









ST. PAUL, MINNESOTA 
**To Serve the Northwest’’ 


ST. PAUL TERMINAL WAREHOUSE C0. 


Storage of Merchandise — Pool Car Distribution 
Licensed by and bonded to the State of Minnesota 
















Merchandise Storage and Pool Car 
gegen c's Distribution *.9s29"> 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 








MEMBERS AWA OWA 


DERER 


SER V/Ce 


TERMINAL 


SUILOS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


Henry Coburn 





Orders Filled and Enroute the Day Received. No Trap Car Delays. 
We Operate Our Own Truck Equipment. 


Merchandise Storage — Quick Shipments — Distribution Cars 
“Coburn Service for Efficiency” 
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PANAMA MAIL S.S.CO. 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 
From San Francisco From Los Angeles 














S.S. VENEZUELA ........... October 23 October 25 
s.S. A November 13 November 15 
S. S. COLOMBIA .......... December 11 December 13 


Also regular sailings for Mazatlan, Manzanillo, Champerico, 
San Jose de Guatemala, Acajutla, La Libertad, La Union, 
Corinto, Amapala, Puntarenas, San Juan del Sur and Balboa, 
Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama for South American and European Ports 
OFFICES 
350 Marquette Bldg., Chicago, Ill. 2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N. Y. 548 So. Spring St., Los Angeles, Cal. 
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JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


SOUTH BEND, IND. 


WARNER WAREHOUSE CO. 


Merchandise Storage and Distribution 


New York Central Siding—Free Switching—Pool Car 
Distribution—Negotiable Warehouse Receipts Issued. 
Members; American Warehousemen’s Ass’n 


NEW ORLEANS, LA. 
STORAGE 


Efficient Merchandise Distribution 


THE COMMERCIAL WAREHOUSES 


201 IBERVILLE ST. 


DENVER, COLORADO | 
Kennicott-Patterson Warehouse Corporation 


STORAGE AND DISTRIBUTION OF 


Merchandise and Household Goods 


Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 
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E. P. Marion has been appointed traveling freight agent, 
Missouri & North Arkansas Railway Company, effective Octo; 
ber 1, with headquarters at Helena, Ark. C. E. Brown, former 
traveling freight agent, has resigned to engage in other business. 
H. L. Cook has been appointed traveling freight agent, with 
headquarters at New Orleans, La. 

Charles B. Chisholm died at his home in West Newton, 
Mass., September 28. He was traveling agent of the Atchison, 
Topeka & Santa Fe Railway. 

J. H. Cook, traffic manager, Wilson and Company, Kansas 
City, died October 2. 

W. A. Holley died in Chicago October 6. He was vice-pres- 
ident of the Phoenix Coal Company. 

Frank T. Scanlan has been appointed manager of the cen- 
tral division of National Warehousing, Inc., at Chicago. 

D. D. Devine has been made manager of the traffic and 
transportation sales department, Continental Paper and Bag 
Mills Corporation, New York. He will assume entire charge 
of the sales relations with transportation companies and their 
agencies. 

F. O. Williams has been appointed general agent for the 
Florida East Coast Railway Company at Jacksonville, Fla., effec- 
tive October 1. Duncan Haigler is appointed commercial agent 
at Atlanta. S. T. Suraft, Jr., is appointed commercial agent at 
West Palm Beach, Fla. W. S. Loudermilk is appointed com- 
mercial agent at Jacksonville. 


DOINGS OF THE TRAFFIC CLUBS 


The Junior Traffic Club of Chicago held a dinner meeting 
October 7 in the rooms of the Traffic Club of Chicago. The 
speakers were W. E. Butterbaugh, of La Salle Extension Uni- 
versity, and Henry A. Palmer, editor of The Traffic World. 
There was music. 





The Traffic Club of the Providence Chamber of Commerce 
will hold a banquet at the Providence-Biltmore Hotel October 27. 





The York Traffic Club will hold a “get together” meeting 
October 14 in the York Y. M. C. A. Wright D. Pownall, sales 
representative of the bank vault department, York Safe and 
Lock Company, will be the speaker. 





The Women’s Traffic Club of San Francisco has invited the 
Pacific Traffic Association and the San Francisco Transportation 
Club to a joint meeting on October 14 at the Women’s City 
Club. Speakers will be: Mrs. Edward Dexter Knight, head 
of the women’s department of the Bank of Italy, speaking on 
“The Value of Club Work for Women”; Miss Zulu Clements, 
traffic manager of the Leslie California Salt Company, speak- 
ing on “Lesson Learned from Traffic’; and Mrs. Harriet Tyler, 
attorney, Western Pacific Railroad. The election of Mrs. A. 
Schuster, of the Western Pacific, to the board of directors, to 
take the place of Mrs. F. Doyle, resigned, is announced. 





The Traffic Club of Minneapolis will hold its fourteenth an- 
nual banquet November 18 at the Nicollet Hotel. 






The Traffic Club of Kansas City will have a Frisco Dinner 
October 26 at the Baltimore Hotel. J. M. Kurn, president, and 
the official staff of the St. Louis-San Francisco Railroad will 
be guests. Fred Sobotta, president of the club, will preside; 
Albert I. Beach, mayor of Kansas City, will deliver a speech 
of welcome, and Charles D. Dooley, traffic manager, Peet 
Brothers Manufacturing Company, will be toastmaster. The 
regular luncheon was held October 5 in the Hotel Baltimore. 
Judge George E. Kimball was the speaker; his subject was 
“Consolidated City and County Government.” 





The Traffic Club of Chicago will give a testimonial dinner 
in honor of J. J. Pelley, president of the Central of Georgia 
Railway and Ocean Steamship Company, Savannah, Ga., at the 
Hotel La Salle, October 12. 





The Traffic Club of Sioux City held a “grain exchange night” 
October 6 at the Martin Hotel. H. J. Schwietert, general de- 
velopment agent of the Illinois Central, Chicago, talked on 
“How the Railroads Developed Grain Business.” A series of 
informal luncheons in the Chamber of Commerce dining room 
every Tuesday was begun October 5. 





It is announced that the report pertaining to the relations 
of the association with the Arbitration Society of America, the 
resolutions dealing with regional appointments to the Interstate 
Commerce Commission and political rate making, and the slogan, 
“Shipper and Carrier Cooperation in Transportation,” adopted 
at the meeting of the Associated Traffic Clubs of America in 
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Dallas last April, have been ratified by a majority of the mem- 


ber clubs. Members of Congress and other interested persons 
will be notified of the association’s attitude with respect to 
political rate making and regional appointments. 





The Traffic Club of St. Louis held a noon luncheon October 
4. John B. Edwards, St. Louis attorney, was guest of honor 
and addressed the club. An “attendance” prize and a “last 
moment” prize were given. 





The Traffic Club of San Diego held its annual stag smoker 
September 27. A hundred and twenty members were present. 
The main events of the evening were ten three-minute boxing 
matches, open to boys not over twelve, each fighter appearing 
under the name of some member of the club. 





The Traffic Club of Wichita began its regular fall Thursday 
luncheons at the Wichita Club October 7. 





The Cincinnati Traffic Club announces that it has approved 
the resolutions and the slogan adopted by the Associated Traffic 
Clubs of America in its meeting at Dallas last April. 





The regular “general meeting” of the Junior Traffic Club 
of St. Louis was postponed from October 5 to October 12. The 
meeting will be held in the Central Public Library building; 
H. J. Dentzmann, president of the Traffic Club of St. Louis, will 
address it. The general traffic conference of the club will be 
held October 19, in the Central Public Library. W. J. Higgins, 
manager of operation of the Mississippi-Warrior Service, will 
be the speaker. 





The Transportation Club of St. Paul held a meeting October 
5 in the St. Paul Hotel. James H. Hay, assistant state agri- 
cultural commissioner, gave an address on “The Relation of 
Agriculture to Transportation.” 





The Traffic Club of Oklahoma City held a luncheon October 
4 at the Y. M. C. A. 





At a meeting of the Cincinnati Traffic Club October 2 it was 
decided to hold a special meeting December 14 in compliment 
to the Ohio Valley Shippers’ Advisory Board, which is to hold 
its annual meeting on that date. R. L. Galleher, of the Balti- 
more & Ohio, president of the club, and Samuel Herndon, of 
the Chamber of Commerce, were appointed delegates to the 
semi-annual meeting of the Associated Traffic Clubs of America 
at Milwaukee. E. F. Flynn, assistant to the vice-president and 
general counsel of the Great Northern Railway, St. Paul, is to 
address the next meeting of the club November 19. G. C. Dick- 
ens, of the government-owned Alaska Railroad, will also talk 
on Alaska. 





The Transportation Club of Decatur will hold its next regu- 
lar meeting October 13 at the Decatur Club. L. L. Shepard, 
freight claim agent of the Wabash Railway Company, will ad- 
dress the club on “Loss and Damage Claims.” 





The Railway Business Women’s Association of Chicago will 
hold its semi-annual business meeting October 12 at the Audi- 
torium Hotel. The constitution and by-laws of the association 
will be presented at this meeting by Mrs. Gertrude G. Lieber. 


Cc. & O.-H. V. OHIO LINE 


’ The Chesapeake & Hocking Railway Company, incorporated 
by the Chesapeake & Ohio under the laws of Ohio with an 
authorized common capital stock of $70,000, for the purpose of 
constructing a proposed line of railroad from Gregg to Valley 
Crossing, O., has filed an application with the Commission ask- 
ing authority to build the line. 

The proposed line would connect the lines of the Chesa- 
peake & Ohio and the Hocking Valley. Authority to construct 
the line was asked by the new Nickel Plate company in con- 
nection with proposed acquisition of the old Nickel Plate, C. & 
O., H. V., Erie and Pere Marquette, but the application was 
denied along with the merger application, but without prejudice 
to the C. & O. filing an application to build the line. Recently 
the new Nickel Plate company asked the Commission to modify 
its order in the merger case so that it could build the Gregg- 
Valley line. This was opposed by minority C. & O. and H. V. 
stockholders, who contended that the C. & O. should build the 
lines. 

The Chesapeake & Hocking, which will be controlled by 
the C. & O. through stock ownership, refers in its application 
to the Commission’s decision in the Nickel Plate merger case 
as to the C. & O. building the connecting line, but does not refer 
to the motion in the merger case seeking authority for the new 
Nickel Plate company to build the line. The Chesapeake & Ohio 
proposes to operate the new line under lease or other operating 
arrangements approved by the Commission. The proposed line 
will be 63 miles long. 
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FREIGHT 
EXPRESS—RATE PUBLICATION S—PARCEL Post 


To Points in the United States and Canada 


Largest Field of Operation 


Greatest Number of Points of Origin 


LEAST COST (9? °onii anes ene race") $18.00 


LOOSE LEAF 


(Sent on 15 Days Approval Postpaid) 


ACCURATE 


EASY TO UNDERSTAND 


Freight Classifications, Revisions and Supplements Free 


1,500,000 SQUARE FEET 


OF 
Modern Fireproof ro. ay in ~y Angeles and at the Port 


o 
Free and U. 8S. Customs Bonded Storage 
Insurance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage 
- Leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cotton Pressed to High Density 
We can serve you in some capacity and would suggest that i 
complete your file by requesting the rates for our specialized service. 


Union Terminal Warehouse Corporation 
Shattuck & Nimmo Warehouse Company 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 





YOUR SPOT STOCK 


OMAHA 


WILL BE HANDLED 
IN OUR 


FIREPROOF 
; WAREHOUSE 
» With Care, Speed 
= and Courtesy 
MEMBER A. W. A. 


MERCANTILE STORAGE & WAREHOUSE CO. 








“yocrsster.x.Y.. TRANSPORTATION INFORMATION, Ine 


HARTMAN’S FREIGHT RATE SERVICE 


ESTABLISHED 1908 


Fisk Building 
e NEW YORK, N. Y. 











Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 


Middlesex Transportation Co. 


PIER 13, NORTH RIVER, NEW YORK CITY 
Operates Daily (<3"",) Fast Steamship Freight Service 


LEAVING NEW YORK AT 3 P. M. 
BETWEEN 


New York City and New Brunswick, N. J. 


Steamer Connections Made with All Leading Water Lines in 
New York Harbor, including Delivery of Freight 


We also Operate Daily Express Auto Service 
between Jersey City, Newark, Elizabeth, Rahway, New 
Brunswick, Trenton, Camden, and 72 other cities in New 
Jersey, as also Philadelphia, Pa. 





A SERVICE FOR TRAFFIC MANAGERS, SHIPPING DEPARTMENTS 
FREIGHT AGENTS AND FREIGHT ACCOUNTANTS 


41 Park Row, New York 





Providing Rates from the Larger Distributing Centers to Stations of Destination Throughout the United States 


LOOSE LEAF PUBLICATIONS THAT TAKE THE PLACE OF HUNDREDS OF RAILROAD TARIFFS 
EASY TO READ AND ALWAYS UP TO DATE 


W. J. HARTMAN, Publisher 





732 Federal St., Chicago 
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The Open Forum 


A Department for the Discussion by Readérs of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 





RECIPROCAL DEMURRAGE RULE 


Editor The Traffic World: 

Equal justice to all is supposed to be the basic principle of 
all laws, rules, and regulations governing the conduct of human 
affairs. 

Our national demurrage rules are not based on this prac- 
tice, in that they only provide a penalty in favor of the carriers 
in their dealings with the public. 

A rule should be provided whereby the carriers would be 
forced to pay the same penalty to shippers and consignees, 
when, by their negligence, they fail to promptly transport and 
deliver goods needed at destination. 

Everyone agrees that the demurrage rules are a necessity 
in order to conserve carrier equipment and make consignees 
release it for immediate loading, so that the earnings of each 
car may be, as nearly as possible, utilized to its fullest extent, 
and the present rules were brought into being by the carriers 
as a method of forcing shippers and consignees to discontinue 
the practice of using carrier equipment for storage warehouses, 
which practice has, in the past, caused serious shortage of 
equipment. 

Now that the carriers’ revenues are safeguarded, as nearly 
as possible, the revenues of the public should likewise be safe- 
guarded by incorporation of a similar rule in favor of the ship- 
per, which would inject a much needed stimulus into business 
by eliminating almost entirely the tracing of needed shipments, 
permitting the consignee to employ his time in getting new 
business, and the carrier commercial agents could likewise em- 
ploy their time in getting new business, and such a rule would 
have the effect of speeding up all business, as the carriers would 
not permit shipments to be delayed in transit, as frequently 
happens under the present regulations, as no carrier would 
permit cars to remain on its line under load for periods of 30 
days and longer when it knew that it would have to pay demur- 
rage for every day’s delay. 


It might well be argued that the carriers have nothing but 
transportation to sell and that they are not going to let ship- 
ments be delayed when it is possible to keep them going; but, 
in answer to that argument, it can be said that large quantities 
of shipments are not transported in the least possible time, and 
that only the traffic departments are particularly concerned with 
the prompt transportation, and commercial agents spend large 
parts of their time in tracing shipments. 

Such a rule could not be made effective except by popular 
demand, and I hope that you can give this wide publicity in 
your columns, inviting everyone at all interested to express his 
views on the question, after which the shortest and least ex- 
pensive method of approaching the matter could be determined, 
if a majority of the shipping interests are in favor of the estab- 
lishment of such a rule. 

G. L. Moore, Traffic Manager, 
Jacksonville Wholesale Lumbermen’s Ass’n. 
Jacksonville, Fla., Sept. 30, 1926. 


DEFENSE OF THE “CLAIM SHARK” 


Editor The Traffic World: : 

The letter of Mr. J. L. Pease, traffic manager, Sawdey & 
Hunt, Los Angeles, Calif., September 16, 1926, published on page 
774 of the October 2 Traffic World, has come to my attention. 

I am very glad that Christopher Columbus has discovered 
America and we give him credit for it, for I am sure, if it were 
not a known fact to all the world, our friend, Mr. Pease, might 
claim this discovery. 

My advice to Mr. Peace (if he will take advantage of it I 
am sure it will benefit him considerably) is for him to go to 
some traffic manager school for a couple of months and learn 
the duties of a traffic manager, and he will see it is not checking 
freight bills, as the “claim sharks” do. Of course, the word 
traffic “manager” is terribly abused by some people who hold 
this title by its being wished onto them by their concerns, or by 
taking advantage of a little printer’s ink and a fancy card. 
I, as an officer of any corporation, and my traffic manager would 
not sanction the auditing of our old freight bills after our traffic 
department had passed on them. 

I rather think I would soon open up my eyes and ask myself, 
why does he stay shy of this audit? I feel sorry for concerns 
like Sawdey & Hunt who are so unfortunate as to have in their 


employ a traffic manager with such a narrow mind as his. My 
honest advice to them is to hand their bills to some (“claim 
shark,” as he calls us) audit bureau to audit for overcharges, 
and then Mr. Pease might pull in his horns for a while, for he is 
sure to find out what little he knows about traffic. When men 
like the packers, automobile, steel, brewers, coal, lumber, and 
even large associations whose traffic managers are the best that 
money can buy, welcome us with open arms for our cooperation 
with them in discovering their leaks in their business, I can’t see 
how Mr. Pease can sit back and, with a traffic manager’s mind, 
make such a statement, for the man who thinks he has traffic 
or freight rates mastered wants to take the first train for the 
insane asylum. Look out, Mr. Pease, there is a bad future be 
fore you unless you change your mind. A little more advice to 
you is that you kindly send in your last three years’ bills to us 
and we will surely convince you of your error, and when we 
return your bills, give them to another and still another, till 
you only have a few bills left, and then you will find out what 
traffic is; it is the “claim shark,” as you call us, who is putting 
the traffic manager on the professional basis faster than all the 
publicity that may come from men of your opinion. We kindly 
await an opportunity to set you right in your opinion of the 
claim shark. 

Yours for the better and more broad-minded traffic man- 
ager; also for the good of the profession. ‘ 

North Western Freight Shippers Bureau, 


Thos. Handley, Traffic Manager. 
Chicago, Ill., Oct. 5, 1926. 


STANDARD’S COMBINATION CASE 


The Trafic World Washington Bureau 


Application of the rule of reason is advocated by attorneys 
for the railroads in No. 15877, Standard Oil Company (Indiana) 
vs. Atchison, Topeka & Santa Fe et al., and No. 15878, Same vs. 
Same. Those are the cases in which a division of the Commis- 
sion refused to apply the intermediate points combination rule 
on thousands of cars of petroleum and its products, because, as 
it said, they were shuffled back and forth to the congested dis- 
trict of St. Louis and resulted in wasteful transportation. The 
shipper had routed the cars in question so as to bring into play, 
as it thought, the rule for applying the rate to a more distant 
point at an intermediate point and thereby cut the rate over 
some other route, usually the most direct route that could be 
figured out. The complainant took advantage of what seemed to 
be the fact, namely, that the carriers had not limited the rout- 
ing, but had left extremely circuitous routes open to selection by 
the shipper. 


The brief in which the application of the rule of reason is 
advocated was filed in opposition to that one filed by Clark and 
LaRoe, in which the former chairman of the Commission, author 
in large part of the Commission’s Tariff Circular 18-A, centended 
for the strict application of the principles laid down by the 
Commission in many other cases, to the effect that, if a carrier 
desired to restrict the use of a route or routes, it had to use 
language suitable for that purpose; otherwise it would have to 
protect the rate via the routes selected by the shipper. The 
brief, in its language, almost names former Chairman Clark in 
its effort to show that in his argument he is going to unwar- 
ranted and radical lengths in behalf of the tariff construction 
rules devised under his direction. It says: 


Circuitous routing resulting in a waste of transportation has 
merited and frequently received the condemnation of this Com- 
mission. Paragraph 8 of section 15, which confers on the shipper 
the right to designate in writing the route over which his property 
shall be transported, must, like all other provisions of the act, be 
construed in the light of the rule of reason; and so construed must 
be held to permit the shipper the right only to have his shipment 
moved via reasonable, logical, routes, The intent of Congress must 
be read into the provisions. The routing privilege was accorded the 
shipper to be used in a constructive and not a destructive manner. 

May we ask complainant’s learned and distinguished counsel 
whether it is their view that the monstrous, circuitous, unreasonable 
and wasteful routing resorted to here by the complainant could, 
by any stretch of the imagination, be deemed to have been within the 
contemplation of Congress at the time paragraph 8 of section 15 was 
enacted. Radical as are many of the statements contained in com- 
plainant’s petition, we believe counsel must concede that the only 
rational answer to this question is a negative one. In the here 4 
view, if it may be said that the act is susceptible to a construction 
that will permit such a wasteful and expensive practice as the o~ 
plainant here seeks to justify, and shippers generally avail themsel? 4 
of it, can it be doubted that Congress in the near future, for thon 
protection of the carriers and in order to maintain the transportatio 
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| 15 Mocre Street 


| 430 Sansome Street 





PACIFIC’ . 
ARIRBEAN [TL 
ULF LIN y 


SAILING EVERY SECOND SATURDAY 


From 


MOBILE and NEW ORLEANS 


Los Angeles Harbor, San Francisco 


Oakland, Portland, Seattle 


and Tacoma 


Through bills of lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Cargo offers 


THE STEELE STEAMSHIP LINE, INC. 
GENERAL GULF AGENTS 
424 Whitney-Central Bldg., New Orleans, La. 


THE STEELE STEAMSHIP LINE, INC. 
New York, N. Y. 


SWAYNE & HOYT, INC., Pacific Coast Agents 
n Francisco, Calif. 


H. H. KENNEDY, General Western Agent 
106 Merchants Exchange Building St. Louis, Mo. 


J. SMITH, General Agent 


Ww. 
149 South Dearborn Street Chicago, Illinois 


United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
FROM 


New York, Boston and New Orleans 
TO 


Havana and Santiago, Cuba 
JAMAICA COLOMBIA 


na 
eg oe Puerto Colombia 
Santa Marta 


Jamaica Outports 
CANAL ZONE ag ert my 


Ports of Guatemala 
PANAMA and British and 
Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast Ports 
of South America, Central America and Mexico. 


For rates and other information, address 


17 Battery Place 

321 St. Charles Street 
Long Wharf 

Marquette Building 
Huff Shipping Company 
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Garland Steamship 
Corporation 


Los Angeles Harbor, San Francisco, 
Oakland, Seattle, Tacoma, 
Gray’s Harbor 


STEAMER Philadelphia} New York | Baltimore [Newport News| Norfolk 
EDGAR BOWLING ...| Oct. 16 | Oct. 26 | Oct. 30| Nov. 1 | Nov. 2 
WILLIAM CAMPION. .| Nov. 1 | Nov. 11 | Nov. 15| Nov.16 | Nov. 17 
ALBERT JEFFRESS. ..| Nov. 16 | Nov.27 | Dec. 1| Dec. 2 | Dec. 3 
GEORGE ALLEN..... Dec. 2 | Dec. 11 | Dec. 15] Dec. 16 | Dec. 17 
WILLIAM PERKINS ..| Dec. 18 | Dec. 27 | Dec.31| Jan. 3 | Jan. 4 


JAMES B. DUKE.....| Jan. 3 | Jan.13 | Jan.18| Jan.19 | Jan. 20 











For Rates and other information, apply to 


GARLAND STEAMSHIP CORPORATION 


Ne nds ebenson ....25 Broadway 
RE RR See Bourse Building 
I ea eae American Building 
Norfolk, Va.................Seaboard Nat. Bank Building 
ee Henry W. Oliver Building 
Se SE eee ere Central Building 
San Francisco, Cal. ..............0000 Newhall Building 
I onic dscccssansceccnect Central Building 


TRANSMARINE LINES 


Intercoastal Service 
TO LOS ANGELES HARBOR, (WILMINGTON), 
SAN FRANCISCO AND OAKLAND 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 


October 6th 
October 20th 
November 3rd 


Gulf Service 
Via BEAUMONT, TEXAS 
Serving TEXAS AND THE SOUTHWEST 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 


SUTRANSCO October 2nd 
SUSPEARCO October 13th 
SUBOATCO October 23rd 
SUNEWCO. November 3rd 





Claims 
DIRECT loading CAR to SHIP eliminates | Delays 


igh 
Through Bills of Lading Issued Lighterage 


TRANSMARINE LINES 


Port Newark Terminal Generel Sings: 


Telephone Mulberry 4300 


5 Nassau St., New York City 
Telephone Rector 0020 
General mcies: Beaumont, Buffalo, Chicago, Los Angeles, Minne- 

apolis, Mobile, Pensacola, + ittsburgh, Port Newark, San Francisco. 
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system, will be compelled either to withdraw the intermediate routing 
privilege from the shipper altogether, or, in any event, materially re- 
strict it. There can be no greater menace to the legitimate exercise 
of a right or privilege than the unwarranted or malicous abuse of it. 
Yet learned and distinguished counsel for complainant are here argu- 
ing for the protection of a most deliberate and unwarranted abuse 
of a routing privilege for the purpose of securing an illegitimate 
and unconscionable benefit or advantage, and their plea is that unless 
their contention is sustained, the right of shippers under section 15 
will be jeopardized or destroyed. 

We know of no instance in which any carrier has wilfully denied 
any shipper the reasonable enjoyment of any right or privilege ac- 
corded by section 15, and we feel safe in predicting that if the right 
to route his consignment conferred by section 15 of the act is ever 
withdrawn from the shipper or restricted in any way such action 
will result not from any direct tyrannical action of the carrier but, 
because this Commission will find it necessary to ask Congress to 
amend the act in order to prohibit such abuses as learned counsel 
for complainant here attempt to justify. 


In conclusion, the railroad attorneys said the division’s de- 
cision conformed to sound sense and logic and said they were 
confident the Commission would not permit itself to be swerved 
by the extremely radical arguments of the complainant’s 
“learned and distinguished counsel” from the rational course it 
had hitherto pursued in the disposition of troublesome prob- 
lems, and that it would, after due deliberation, deny the petition 
and thus end what could only be regarded as vexatious liti- 
gation. 





MID-WEST ADVISORY BOARD 


Favorable business conditions will exist throughout mid- 
west territory the last three months of 1926, according to the 
forecasts of forty-six commodity committees presented at Mad- 
ison, Wis., October 7, at the eleventh regular meeting of the 
Mid-West Shippers’ Advisory Board. This board includes the 
states of Illinois, Iowa, and Wisconsin, and parts of Indiana and 
Michigan. 

Seasonal declines are, of course, expected in the next three 
months in a number of industries, but, for a great majority of 
the commodities represented, business in the last quarter of 
1926 is expected to exceed considerably the corresponding quar- 
ter of last year. Comparing the probable traffic in October, 
November, and December, 1926, with the same months of last 
year, an increase of five per cent in business is expected by 
the brick and clay products industry, of twelve per cent in 
cement, of five per cent in cereal beverages and mineral waters, 
of twelve per cent in the movement of coal and coke, of four 
per cent in corn products, of five per cent in dairy products, and 
ten per cent in glass containers, grain and grain products, and 
hides and leather, of seven per cent in lumber, of ten per cent 
in machinery and machines, of seven per cent in paper and 
pulp, of ten per cent in petroleum and shells, and five per cent 
in soap and its by-products. 

Decreases in the next three months, as compared with the 
last quarter of 1925, are expected in the movement of canned 
goods, groceries, and food products, iron and steel, lumber 
products, and waste materials. 


A considerable degree of optimism was expressed in some 
of the business reports. The cement committee reported that 
prospects for the coming three months were very bright, as 
there was a considerable amount of road-work to be completed 
this fall. The coal and coke committee reported that the move- 
ment of coal from Indiana, Illinois, lowa, and docks on Lake 
Michigan would exceed last quarter’s movement by sixty per 
cent and would top the last quarter of 1925 by twelve per cent. 
The report further stated that this estimate was conservative, 
as the region was already feeling the effects of the miners’ 
strike in England, which had materially reduced the amount of 
eastern coal being shipped into the territory. 

The confectionery committee reported: 


We are entering the last lap of the year at full speed. Many of 
our manufacturers are employing night shifts to bring up productive 
capacity. Expansion in some lines is unparalleled. The industry 
should show a very material increase over last year. Current or 
so-called ‘hand to mouth”’ buying still prevails. Raw materials and 
supplies are moving to our manufacturers in satisfactory manner. 
Inventories are low. Production is generally in step with sales. The 
steady improvement in the certainty and time of freight deliveries 
has accomplished wonders for us. 


This point of current buying was noted also in the report 
of the lumber products committee, which stated that dealers and 
retailers were not anticipating their demands, and also in the 
report of the chamber of commerce committee, which stated 
that stocks on hand, in the majority of cases, were less than 
at this time last year. 


SHORT LINE AMENDMENT 


On November 11 ‘the people of California, in general elec- 
tion, will vote on the “short line amendment” to the state 
constitution, which proposes to put short line railroads in that 
state on the same basis as the electric lines for purposes of 
taxation. 

Thirty-eight short line railroads in the state will be affected 
by the outcome. The amendment, as framed, places a limit on 
short line steam roads of two hundred and fifty miles. It will 
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not reduce the taxation on the large steam roads. The present 
state taxation on all steam roads is 7 per cent of their gross 
receipts. If the amendment is adopted it will mean this figure 
will be reduced for the short line roads to 5.25 per cent, which 
is the same as now paid by the electric lines. 

The amendment was framed by the Senate committee on 
taxation of the state legislature, and then submitted to the 
legislature, where it passed the Senate by unanimous vote, and 
received only four dissenting votes in the assembly. It has been 
endorsed by numerous official bodies of the state, including the 
County Supervisors’ Association, Chambers of Commerce, and 
others. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended September 25 is 
estimated at 11,692,000 net tons, a gain of 245,000 tons over that 
for the preceding week, by the Bureau of Mines of. the Depart- 
ment of Commerce. Anthracite production is estimated at 
2,056,000 net tons, a gain of 53,000 tons over the preceding week. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended September 25 totaled 691,136 net tons of which 
212,134 tons were for New England delivery. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England destinations the week ended Septem- 
ber 18 were reported as follows: Bituminous, 2,850; anthra- 
cite, 3,723. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended September 26 totaled 759,776 net tons. Anthra- 
cite shipped from Lake Erie ports the week ended September 
26 totaled 37,008 net tons. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruit and vegetables the week 
ended October 2 totaled 28,637 cars, as compared with 27,535 
cars (revised) the preceding week, according to the Bureau of 
Agricultural Economics of the Department of Agriculture. 
Shipments were reported as follows: 


Apples, 6,597 cars; cauliflower, 62 cars, cabbage, 1,037 cars; 
cantaloupes, 171 cars; celery, 286 cars; cucumbers, 40 cars; grape- 
fruit, 18 cars; imports, 215 cars; green peas, 17 cars; grapes, 6,176 
cars; lemons, 144 cars; lettuce, 647 cars; miscellaneous melons, 254 
cars; mixed citrus fruit, 9 cars; mixed decidious fruit, 86 cars; 
mixed vegetables, 647 cars; onions, 898 cars; oranges, 674 cars; im- 
ports, 2 cars; peaches, 1,596 cars; pears, 772 cars; peppers, 152 
cars; plums and prunes, 89 cars; spinach, 12 cars; string beans, 
34 cars; sweet potatoes, 904 cars; tomatoes, 908 cars; watermelons, 
29 cars; potatoes, 6,371 cars; imports, 17 cars. 


_ Digest of New Complaints ) 


| 
No. 18390. Sub. No. 8. Texas Farm Bureau Cotton Association, 
Dallas, Tex., vs. Aberdeen & Rockfish et al. 

Excessive and unreasonable rates on cotton from Texas points to 
cotton markets and to ports for export. Asks reduction of at least 
20 per cent in rates. 

No. 18711. Shearman Concrete Pipe Co., Little Rock, Ark., vs. Mis- 
souri Pacific et al. 

Rates and charges in violation of sections 1, 2, 3 and 4 of the 
act, on concrete sewer pipe from North Little Rock, Ark., to 
Points in Missouri. Asks rates for future and reparation. 

No. 18712. Memphis Freight Bureau, for M. M. Bosworth Co., Mem- 
phis, Tenn., vs. C. B. & Q. et al. 

Rates in violation of sections 1, 2 and 3 of the act, on used or 
second-hand burlap bags, from Pacific coast points to Memphis, 
Tenn. Asks reparation. 

No. on a Manufacturers Foundry Co., Waterbury, Conn., vs. D. 
. et al. 

Rates in violation of sections 1 and 4 of the act, on pig iron 
from Port Henry, N. Y., to Waterbury, Conn. Asks rates for 
future and reparation. 

No. 18714. Manufacturers’ Association of Chicago Heights, IIl., on 
behalf of Canedy-Ott Mfg. Co. vs. Illinois Central et al. 

Unreasonable rates and charges on machinery from Chicago 
Heights, Ill., to New Orleans for Pacific coast delivery via Pana- 
ma canal. Asks rates for future and reparation. 

No. 18715. Baltimore Chamber of Commerce, Baltimore, Md., vs. Ann 
Arbor et al. 

Alleges that defendant carriers are according to the Port of 
New York advantages and preferences and corresponding preju- 
dices and disadvantages to the Port of Baltimore in violation of 
section 3; that the rates to Baltimore are relatively and per se un- 
reasonable in violation of section 1; in so far as they fail to state 
in separate schedules the charges for accessorial services of water 
transfer on important and export traffic, are in violation of section 
6 of the act; and that the rates on export and import traffic to 
and from New York are relatively and per se unduly low. Asks 
rates to and from Baltimore, on export and import traffic, other 
than grain, not less than 6 cents per 100 pounds less than cor- 
responding rates prevailing from time to time to and from New 
York; asks rates 6 cents less than rates to New York on export 
grain from differential territory; asks rates 3 cents under cor- 
responding rates to and from New York on export, ex-lake grain 
and other ex-lake commodities. . 

No. 18717. Levene’s Sons, Binghamton, N. Y., vs. New York, Ontario 
& Western et al. 

Unreasonable rates on scrap steel tires with rubber attached 
from Delhi, N. Y., to Jersey City, N. J. Asks rates for future 
and reparation. 

No. phe American Window Glass Co., Pittsburgh, Pa., vs. B. & 0. 
et al. 

Unreasonable rates on sand from the Berkeley district in Mary- 
land and West Virginia to Belle Vernon, Jeannette, Monongahela 
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“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


FROM 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York, Telephone Bowling Green 7394 
Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. Norfolk, Va. 
39 South St. Drexel Bldg. Oliver Bidg. Law Building 
And at our Branch Offices at ports of call, etc. 


2 | Ship by Water 





THE LARKIN TERMINAL 
WAREHOUSE 


—Renders all forms of warehouse service. 
—Stores automobiles and general merchandise. 


—Distributes pool cars without carting charges and makes 
local deliveries. 


—Issues negotiable and non-negotiable warehouse receipts. 

—Has lowest insurance rate in Buffalo. 

—Has storage-in-transit i 

ge on Erie and N. Y. C. R. R. 125 car spotting 
city. 

~Cuaiean only Bonded Warehouse in Buffalo. 


Western Distributing Warehouse at Peoria, III. 
For information and prices, write 


J. E. WILSON, Traffic Manager 


Letkittt Co te 


680 Seneca Street BUFFALO, N. Y. 
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ORIENTAL BUYERS 
DEMAND 


SPEED! 


Satisfy the demands of your Oriental cus- 
tomers by giving them fast freight service 
across the Pacific. Quick deliveries mean 
More Business! ADMIRAL ORIENTAL 
LINE ships sail every twelve days from 
Seattle, and cross the Pacific by THE SHORT 
ROUTE to Yokohama, Kobe, Shanghai, Hong 
Kong and Manila. 


L. L. BATES, General Freight Agent, Seattle, Wash. 


ADMIRAL 
ORIENTAL 


Other Offices at New York, Boston, Philadelphia, Detroit, Chicago, 
Portland, Ore., Tacoma, Wash., Vancouver, B. C., Victoria, B. C. 


SEATTLE, WASH. 





UTICA 


In the Heart of New York State 


Broad Street Warehouse Corp’n 


700 Broad Street 
Midway between New York and Buffalo on 


_ Main Line New York Central Lines. Also i 


connections with New York Barge Canal, West = 
Shore R. R., Malone and Montreal R. R., sense r 
Rome, Watertown and Ogdensburg R. R., New oe" prorsoa 
York, Ontario and Western R. R. and 

Delaware, Lackawanna and Western 

R.R. Daily Trolley Freight Service Tt 
and Auto Trucking to all principal eon 


ose ° e 
cities in state. WATERTOWN 





PULASKrF 


OSWEGO 


BUFFALO SYRAGUSE 
! OWEGO 
' ELMIRA 
Discsertssonenuieseptiasttica tina niece bubs sessile ae tishas hes 


Utica is the most natural and practi- 
cal point for Warehousing and Dis- 
tribution in Central New York. 


100,000 sq. ft. of fire-proof storage 
space. Private railroad sidings. Am- 
ple office space and desk room for manufacturers’ or 
shippers’ representatives. 


For Complete or Further Information Address 


BROAD STREET WAREHOUSE CORP’N, Utica, N. Y. 
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City and New Kensington, Pa. Asks rates for future and repara- 

tion. 

18719. E. I. duPont De Nemours & Co., Wilmington, Del., vs. 

Mississippi-Warrior Service, Illinois Central et al. 

Rates in violation of sections 1 and 6 of the act, on nitrate 
of soda from New Orleans to Ashburn, Mo., and Mooar, Ia. Asks 
rates for future and reparation. 

. 18719, Sub. No. 1. E. I, duPont De Nemours & Co., Wilmington, 
Del., vs. L. & N. et al. 

Rates in violation of sections 1 
soda from Pensacola, Fla., 
and reparation. 

18719, Sub. No. 2. Same vs. New Orleans & Northeastern et al. 
Same complaint and prayer with respect to shipments of same 

commodity from New Orleans to Mooar, Ia. 

. 18720, Federated Metals Corporation, New York City, vs. Central 
of New Jersey et al. 

Unreasonable, discriminatory and prejudicial rates and charges 
on residue or slag of copper from Newark, N. J.,. to Laurel Hill, 
Long Island, N. Y. Asks rates for the future and reparation. 

. 18721. Federated Metals Corporation, New York City, vs. Penn- 
sylvania et al. 

Unreasonable rates and charges on scrap brass, scrap copper, 
ingot brass, ingot copper and scrap lead, between East Liberty 
and Pittsburgh, on the one hand, and Brills, Bloomfield and Har- 
rison, N. J. Asks reparation. 

. 18722. Frank Hewitt, New York City, vs. New Haven. 

Complains of action of defendants in terminating lease of com- 
plainant on section in Bronx Produce House in New York City. 
Asks that defendants be commanded to withdraw notice term- 
inating lease and permit lease to continue until January 1, 1927, 
the natural date of its termination. 

. 18723. Louis Cohen and Sons, Buttonwood, Pa., vs. 
ley et al. 

Unreasonable rates on scrap iron from Drifton, 
Mahwah, N. J. Asks rates for future and reparation. 

Psa oy Pameenere Fertilizer Co., Inc., Baltimore, Md., vs. Canton 
2. . et al, 
Unreasonable rates on cocoa bean shells from Frankford, Pa., 

and Hershey, Pa., to- Baltimore, Md. Asks rates for future and 

reparation. 

18725. The Ceramic Traffic Association, Trenton, N. J., vs 

sylvania et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on glass sand or flint sand from Mapleton and other Pennsylvania 
points to Trenton, N. J., and from Berkeley Springs and other 
West Virginia points to’ the same destination. Asks rates for 
future and reparation. : 

18726. Loose-Wiles Biscuit Co., Kansas City, Mo., vs. St. Louis- 

San Francisco et al. 

Rates in violation of the first three sections of the act, on 
shelled peanuts from points in Alabama, Florida, Georgia and 
Virginia to Kansas City, Mo. Asks rates for future and repara- 
tion. 
18727. John Fena, Chisholm, Miss., vs. Santa Fe et al. 

Unreasonable rates on grapes from California to Ely and Gil- 
bert, Minn. Asks reparation. 

18727. Sub. No. 1. Same vs. Chicago Great Western et al. 
Same complaint and prayer as to shipment of grapes from 

Glorietta, Calif., to Hibbing, Minn. ‘ 

3 — George E. Freeby, Lehighton, Pa., vs. Seaboard Air Line 
et a 
Rates in violation of first four sections of the act, on water- 
melons from Hagan, Ga., to Lehighton, Pa. Asks rates for fu- 
ture and reparation. 

: ae Domestic Milling Co. et al., Kansas City, Mo., vs. Chicago 

ton. 

Rates in violation of sections 1, 2 and 3 and 6 of the act, on 
grain and grain products from points in Arkansas, Oklahoma, 
Kansas, Missouri, Nebraska, Colorado and Iowa to Kansas City 
and Marshall, Mo., stored or milled in transit there and re- 
shipped out. Asks reparation. 

. 18730. Board of Railroad Commissioners of South Dakota, Pierre, 
S. D., vs. Santa Fe et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
and of the Hoch-Smith resolution, on grain and grain products 
from points in South Dakota to points in Colorado, Wyoming, 
Utah, Nevada, California, Arizona, New Mexico and Oregon. 
Asks rates for future. 
18731. The Brunswick-Balke-Collender Co., Chicago, Ill. 
Marquette et al. 

Charges in violation of sections 1, 2 and 3 of the act, on talking 
machines from Muskegon, Mich., because of failure of defendant 
to furnish size of cars ordered for shipments. Asks cancellation 
of alleged undercharges. 

. —— Andrew Brothers et al., 

et a 
Rates and charges in violation of first three sections of the 

act, on strawberries from points in Delaware and Maryland to 

Detroit and Toledo, O. Asks rates for future and reparation. 
18733. Brennan and Corrigan, Inc., Laredo, Tex., vs. Chicago & 

Alton et al. 
Rates in violation of sections 1 and 6 of the act, on rolling mill 

rolls from Joliet, Ill., to Laredo, Tex., ultimate destination, Mexico 

City. Asks rates for future and reparation. 

18734. Brennan and Corrigan, Inc., Laredo, Tex., vs. Erie et al. 
Rates in violation of sections 1 and 6 of the act, on silico man- 

ganese and ferro manganese from Niagara Falls, N. Y., to Laredo, 

Tex., ultimate destination in Mexico. 

. 18735. The Grand Forks Commercial Club, Grand Forks, N. D., 
vs. Ahnapee & Western et al. 

Rates in violation of sections 1, 2, : and paragraph 3 of section 
15 of the act, between Grand Forks, N D., and points throughout 
Western Trunk Line, New England Freight Association, Central 
Freight Association, Southeastern, Southwestern and Transcon- 
tinental territories, on classes and commodities. Asks rates for 
the future. 

18737. The Atlantic Refining Co., Philadelphia, Pa., vs. Penn- 
sylvania et al. 

Charges in violation of sections 1, and paragraph 7 of section 
6 of the act, on seventy drums of denatured alcohol, from Phila- 
delphia, Pa., to Providence, R. I. Asks cease and desist order 
and reparation. 

18738. State of North Dakota, doing business as the North Da- 
kota Mill & Elevator Association, the North Dakota Terminal 
Exchange, a corporation, and the Farmers’ Market Cooperative 
Marketing Association, a corporation, Grand Forks, N. D., vs. 
Northern Pacific. 

Rates in violation of first three sections of the act, on grain 
between East Grand Forks, Minn., and the North Dakota Term- 
inal at Grand Forks. Asks cease and desist order, rates for the 
future, and reparation. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront a dealing with traffic. A specialist 
on interstate commerce law, is a member of our legal department, 
will give his opinion in answer to any s:mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and w'de knowledge will answer questions relating to practical traffic 

roblems. We do not desire to take the place of the traffic man but to 
elp him in his work. 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may — to us unwise to answer 
or that involves a situation too complex the kind of investigation F 
herein contemplated. | 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 








Damages—Freight Charges on Damaged Portion of Shipment 

Ohio.—Question: L. C. L. shipment A to B via two car- 
riers, shipment consisting of two boxes, one longer than 22 
inches, carrier assessing rates, applying rule 29. The shipment 
reached destination and the box containing articles longer than 
22 inches was damaged, same amounting to five-sixths of its 
value, consignee paying charges under protest, claiming, inas- 
much as the item damaged destroyed the application of rule 29, 
and requests refund from carrier to basis of articles classified 
when under 22 inches in length. 

The article in question was copper tubing, box broken in 
such manner to fold back tubing, which had an approximate 
length of about 15 inches. 

Does this damage defeat the application of rule 29? 

Answer: With respect to this question, see the Commis- 
sion’s opinion in Southwestern Portland Cement Co., Inc., vs. 
'. & P. Ry. CGo.,: 42. 3...e. C.. 89. 

The amount of damages for loss of or injury to goods is 
based upon the market value of the shipment at destination. 
From this amount, however, the unpaid freight charges should 
be deduced, for, while the shipper is not bound to pay freight 
where the carrier fails to perform his obligation to deliver in 
good condition, he should not have the advantage of the in- 
creased value of the goods, due to their transportation; that is, 
the shipper is entitled to the net value at the place of destina- 
tion; if freight charges have been paid, the value of the property 
without reference to such charges, is the basis of recovery. 


Delay—Liability of Carrier 


Alabama.—Question: Kindly give your opinion, with cita- 
tions to court rulings or decisions of the Commission, as to 
catlrier’s liability for damages caused by delay in delivery of a 
shipment; also state if, under the law, an offer on the part of 
the carrier to assume part of loss can be held an admission of 
negligence on the carrier’s part. 

The shipment which we have in mind was tendered as a 
less-than-carload lot at a time of great traffic congestion, which 
resulted in shipment being greatly delayed beyond the time 
which would be required to deliver a shipment under ordinary 
circumstances. During the period of expectancy the consignee 
repeatedly inquired of carrier’s representative without any suc- 
cess.in locating shipment, when, as a matter of fact, it was in 
carrier’s warehouse. Subsequent to this the freight was deliv- 
ered to a private warehouse, where it was finally located and 
delivery taken by consignee. Claim was filed for damages based 
on the cost of replacement of the overdue shipment. However, 
carrier maintains that proper notice was given on shipment, 
while at the same time they admit some responsibility on the 
part of their representative in not following up the matter. 


Answer: A carrier is not an insurer against delay in the 
transportation of goods. The principle on which the carrier’s 
extraordinary liability is founded does not extend to the time 
expended in transporting the goods. Hence the rule is one of 
general application that, in the absence of special contract bind- 
ing a carrier to deliver within a specified time, mere delay in 
transportation does not create any liability to respond in 
damages. 

As to the diligence and care required in completing an 
express or implied contract for transportation only, the rule 
is that the carrier is bound to use reasonable diligence and 
care and that only negligence will render it liable, unless a 
stipulated time is fixed in the contract. 


Where goods are tendered to a carrier for transportation, 
it is bound to advise the shipper as to any cause likely to delay 
transportation, which cause is within its knowledge, or within 
its fair and reasonable means of knowledge, and not within 
the knowledge of the shipper, and, if it fails in its duty in this 
respect, a delay in the transportation of the goods will not be 
excused, and that, too, irrespective of the nature of the cause. 

When a carrier has complied with its duty in respect of 
giving notice, it should not be held responsible for the delay 
which it cannot prevent if the shipper still insists upon deliver- 
ing his property for shipment. 

If the carrier has a reasonable equipment for all ordinary 
purposes, and the delay is occasioned by an unusual press of 
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ROCHESTER, N. Y.| How do you = 
your Package Shipping ? 


Somebody in your department is caring for 
this — frequently at big expenditure of 
time in looking up zones in one book, ex- 
press rates in another—often having to look 
up and write in the zones after every place 
listed in the official Postal Guide—a tremendous 
task. The book you need in your shipping room 
GENERAL MERCHANDISE STORAGE right now—the book that saves thousands of 
concerns many hours each day—is 





Distribution , i . 
Leonard’s Shipping Guide 
The only modern Merchandise Warehouse [ully 
equipped and centrally located in the which should be used by every concern doing 
City of Rochester. sare megcthons. seg hel cote —— post and ee 
ress rates from whatever center you are in to 
Insurance rate 12 cents per $100.00. nai’ office in the United States; pirat freight 


rates from the principal cities to all States. In 
this book there are 10 points of information on 
shipping problems, any one of which is worth 
the purchase price. Send for sample sheets. 


G. R. LEONARD & CO. 
B. R..& P. Warehouse, Inc., ®°stsste: 155 N. Clark Street 15 East 26th Street 


CHICAGO NEW YORK 


Located on private siding of the Buffalo, Rochester 
& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


WHEN SHIPPING TO THE SOUTH 
SHIP TO THE 


Federal Compress & Warehouse Co. 
MEMPHIS, TENN. 


SPECIALIST IN 
MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Concrete Sprinklered Warehouses Low Insurance 


Operate Own Motor Fleet and Switch Engine. Served by Ten Railroads and Federal Barge Line 
WE SERVE TO SATISFY 


OFFICES: 1001 FALLS BUILDING Members A. W. A. P. O. BOX 1025 
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business, but the carrying is done with reasonable expedition 
under the circumstances, then it is not responsible for the delay. 

Obstructions and accidents, however, which will excuse 
delay in the carriage of goods do not put an end to the contract 
to carry. The utmost indulgence the carrier can claim from them 
is delay beyond what would otherwise have been a reasonable 
time for their carriage and delivery to consignee. As soon as 
the impediment to their transportation is removed, he must 
proceed with them, and complete the performance of his con- 
tract without further delay. 

We can locate no cases which apply this principle to goods 
which, as we understand is true in the instant case, were held 
in the carrier’s warehouse at point of destination during the 
time inquiry was being made of the carrier’s representative, but 
it is our opinion that this principle is applicable thereto. 

Although the carrier may have delayed the carriage for an 
unreasonable length of time, the bailor is still bound to receive 
the goods when tendered where delivery is required to be made, 
and cannot refuse them and hold the carrier liable for their 
value, and though the carrier may delay ever so long the ship- 
per cannot charge him with a conversion, or for the value of 
the goods, if they are safely kept, unless they have been de- 
manded of the carrier and their delivery refused. 

Whether notice of arrival was given the consignee is a 
question of fact, the burden of proof being upon the carrier 
to show that such notice was given. 

The law favors the settlement of controversies out of court, 
for which reason a person is entitled to “buy his peace,” or to 
endeavor to do so, without danger of being prejudiced in case 
his effort should fail. It is therefore well established that it 
is not permissible to show that one party to the litigation has 
offered to compromise. The rule in this respect excludes not 
only the bare fact of the offer, but also all that occurred during 
the negotiations, including admissions made for the purpose of 
reaching an agreement as to an amicable settlement, and is 
applied for equal force whether the offer was made by the 
party against whom a claim is asserted or by the party who 
asserts a claim, and whether the offer was made before or after 
the commencement of the action. Reasons for the rule, in addi- 
tion to those already stated, are found in the fact that an offer 
of compromise, being made tentatively and hypothetically, and 
with a view to avoiding controversy and saving the expense 
of litigation does not, in legal contemplation, involve an admis- 
sion on the part of a defendant that he is legally liable, or on 
the part of a plaintiff that his claim is groundless or even doubt- 
ful, and in the further fact that if the evidence should be re- 
ceived, it would have a tendency to mislead the jury, who might 
well take the offer to indicate what in law it does not indicate. 
Mixed Carloads—Rule 10, Section 2, Consolidated Classification 

Not Applicable to Commodity Rates 

Arkansas.—Question: Referring to rule 10, section 2, Con- 
solidated Freight Classification No. 4, apparently consignees 
are permitted to ship mixed cars, such as enamel ware and 
stoves, paying the class rate, highest minimum and rate being 
applicable on the mixed carload shipments. 

There is commodity rate in effect between points in the 
Southwestern territory on stoves, and it is the contention of 
the carriers that rule 10, section 2, is not applicable subject to 
class rates, due to the fact of commodity rate being published. 
Therefore, will appreciate your advising, as we interpret section 
2 to provide for mixed carloads to move on class rates. 

Answer: The last phrase of section 2, rule 10, of the Con- 
solidated Classification reads: “This section does not apply in 
connection with commodity rates except, under Southern Clas- 
sification, on articles classified as ‘Fertilizer’ or ‘Special Iron.’” 
A commodity rate between points in Southwestern territory, 
being subject to the Western Classification, therefore, is not 
covered by this rule. Section 2 of rule 10 does apply to class 
rates, but not to commodity rates. 

As the publication of a commodity rate removes the ap- 
plication of the class rates, it is our view that the commodity 
item must specifically authorize the mixture; otherwise there 
is no provision therefor. 

Tariff Interpretation—Application of Rule 10 of Classification 

Virginia.—Question: I would very much appreciate advice as 
to proper classification on shipment of one separator (grain), 
S. U.,and one husker-shredder, loaded on one car moving as car- 
load from A, Pa., to B, Va. This shipment was billed at minimum 
weight of 20,000 pounds as per item 10, page 60, Consolidated 
Classification No. 4, and at R-25 rating as per item 1, page 57, 
in accordance with section 1, rule 10. However, it has been 
claimed that item 10, page 60, would apply on this shipment, 
since it is a mixed car, and for the further reason that some 
of the parts of the separator and of the husker-shredder were 
detached. 

I would appreciate advice as to just what the last section 
of item 1, page 57, covers. This item reads, “S. U. and K. D., 
loose or in packages, mixed C. L., min. wt. 24,000 pounds, subject 
to rule 34.” Does this item mean that in order to be applicable 
there must be a shipment of both S. U. and K. D. huskers and 
husker-shredders ? 


Answer: Apparently the proper charges were collected on 
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the shipment in question, as it does not appear that the husker- 
shredder was knocked down, even though some of the parts 
were detached. See, in this connection, our answer to “Canada,” 
on page 1088 of the April 17, 1926, Traffic World, under the 
caption “Tariff Interpretation—Application of K. D. Ratings,” 
as to what constitutes a K. D. shipment. 

The rating provided for in item 19, page 60, of Consolidated 
Freight Classification No. 4, is not applicable to the shipment, 
in our opinion, this rating applying on mixed carloads of agri- 
cultural implements and agricultural implement parts. 

As to the application of the last section of item 1, page 57, 
it is our opinion that the rating provided is applicable to a 
shipment consisting of both set-up and K. D. huskers and husker- 
shredders. 

Tariff Interpretation—Application of Transit Privileges 

Texas.— Question: A grain transit tariff provides for ap- 
plication of local carload rate from transit point to destination 
on certain tonnage on which inbound freight bills have not been 
surrendered, the weight of the flat tonnage to be included in 
arriving at minimum weight. 

On a minimum carload shipment consisting of part flat ton- 
nage and part transit tonnage, can the intrastate rate from 
transit point to destination be applied on the flat tonnage when 
the transit portion moves under the balance of an interstate 
rate? 

Answer: We presume that you have reference to a transit 
provision such, for instance, as paragraph F, of item 30, of St. 
Louis Southwestern Ry. Co. Tariff I. C. C. No. 4293, which reads 
as follows: . 

Corn, sugar, also syrup, except flavoring 


syrups, containing in 


excess of 20 rer cent of non-transit ingredients may be shipped in 
mixed carloads with corn syrup, corn sugar and corn syrup blendcd, 
moving under transit rules, and such non-transit tonnage wi!l ke 
waybilled from the transit station at the carload rate thereon inde- 
pendent of the transit portion. The weight of such non-trancit 
syrups will be considered as part of the carload shipment in applying 
the minimum carload weight. 


We can locate no opinion of the Commission which deals 
with this question, but it is our opinion that, inasmuch as the 
purpose of the rule is to enable the shipper shipping under the 
provisions of this rule to, where the transit tonnage originates 
in another state, avail himself of transit on less than a minimum 
carload shipment by the addition of non-transit tonnage origi- 
nating at the transit point, the transit tonnage determines the 
nature of the entire shipment and therefore the interstate rate 
must be observed from the transit point to destination on the 
non-transit portion, the charges to be at actual weight and car- 
load rate thereon. 

Freight Charges—Liability of Shipper Signing Stipulation Re- 
quiring Collection of at Time of Delivery Where Consignee 
Refuses Goods or Where Undercharge Is Uncollectable From 
Consignee 
Maryland.—Question: I have noted with interest your an- 

swer to “Maryland” on page 586 of the issue dated September 

11, concerning the liability of shipper when Section 7 of Dill 

of lading has been signed, and understand from your answer 

that consignee would not be liable for the charges unless the 
shipment is accepted by him. 

I would like to know what effect it would have upon your 
answer if it is known that the consignee had paid or otherwise 
satisfied the shipper prior to time delivery was tendered to 
him. 

If your answer to the above is covered by any court de- 
cisions, please cite them. 

Answer: Where the price has been paid in advance and 
the seller refuses to deliver the property, the buyer, instead 
of suing for damages for breach of the contract of sale, may 
rescind the contract and recover the price paid. So, also, 
where the character or quality of the property tendered for 
delivery by the seller does not comply with the requirements 
of the contract of sale, the purchaser may reject the same 
and sue for the recovery of the price paid in advance (Little 
Rock Grain Co. v. Brubacker, 89 Mo. App. 1; Meader v. Cor- 
nell, 58 N. J. L. 375); though this right of rejection may be 
expressly restricted by provisions in the contract of sale. 
Clark v. Cliff Paper Co., 21 N. Y. App. Div. 623. 

Inasmuch as a carrier may not compel the acceptance of 
goods by the consignee regardless of the fact that they have 
been paid for by the consignee, we are of the opinion that if 
the goods are refused by the consignee the carrier may recover 
from the shipper the amount of the freight charges, notwith- 
standing that the shipper has signed the stipulation on the 
face of the bill of lading requiring the carrier to collect the 
freight at the time of the delivery of the goods. 

The acceptance of the goods by the consignee is, in our 
opinion, a condition precedent to the application of the pro 
visions of Section 7 of the Uniform Bill of Lading Terms and 
Condition in so far as the provisions thereof relating to non- 
liability of the consignee for freight charges where the stipula- 
tion provided for on the fact of the bill of lading is executed, 15 
concerned. 


See in this connection, L. & N R. Co. v. Central Iron & 
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Steel Co., 265 U. S. 59, the last paragraph of which decision 
reads as follows: 


It is urged that, if the Central Company was not under a 
primary obligation to pay the freight charges, it was secondarily 
liable, because collection from the Smelters Corporation of the 
balance remaining due had become impossible before the under- 
charge was discovered. But the trial judge was not compelled 
so to find. There was evidence that such collection had not be- 
come impossible. Confessedly no effort was made to collect from 
it. Nor was any effort made to collect from Tutwiler & Brooks. 
Moreover, if a secondary obligation of the Central Company was 
to be implied from the fact of its causing the coke to be re- 
ceived for transportation, the promise was not necessarily one 
to pay at any time and freight charges which the carrier might 
find it impossible to collect from the consignee or his assign. 
The court might have concluded that it guaranteed merely that 
the consignee or his assign would accept the shipment. For, 
under the rule of the Fink case, if a shipment is accepted, the 
consignee becomes liable, as a matter of law, for the full amount 
of the freight charges, whether they are demanded at the time 
of delivery, or not until later. His liability satisfies the require- 
ments of the Interstate Commerce Act. 


Tariff Interpretation—Commodity Rate to Be Read in Light of 
Governing Classification 


Florida.—Question: Please refer to Baltimore & Carolina 
S. S. Company’s I. C. C. 10383. 

Under this listing you will find Iron or Steel Bumpers. 
We have a shipment of iron auto bumpers, and it is our con- 
— that the commodity rate published in the tariff will 
apply. 

Carriers, as usual, are contending that it is not the inten- 
tion of the note to apply on this class of material. While this 
might be so, yet there is nothing in the-tariff that restricts 
the application of the rate as not to apply on auto bumpers. 

I believe you will find that the Commission has just rend- 
ered a decision on the question of iron, finished and unfinished, 
subject to Agent Spieden’s unmanufactured tariff, which will 
practically cover the same question involved here. 

Answer: In Grosjean Rice Milling Co. v. Director General, 
89 I. C. C. 395, the Commission makes the statement that com- 
modity tariffs must be read in the light of the governing 
classification. In this case, in determining whether or not a 
commodity description reading “cereal and cereal products, 


viz.: flour,” applied on rice flour, the commodity shipped, the 
Commission said: 


Agent Countiss’ Tariff I. C. C. 1042, contained a joint through 
fifth class rate of $2.10 from Seattle to New Orleans, over the 
route of movement of these shipments, and also a joint through 
commodity rate on “cereals and cereal products, viz.: four,” of 
83.5 cents. No list of the commodities intended to be included 
in the designation “cereal and cereal products” was provided. 
The tariff was governed by the Western Classification. Com- 
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modity tariffs must, of course, be read in the light of the gov- 
erning classification. The governing Western Classification does 
not list any commodities under the designation “cereals and/or 
cereal products.” Under the head “Flour: rice,” a carload rating 
of fifth class is provided. ‘The classification, therefore, throws 
no light upon the question_of what commodities may be accorded 
the benefit of rate applicable on cereals and cereal products. 
Where an article is clearly embraced within a generic commodity 
designation and neither the tariff and governing rate applicable, 
even though the classification description was more specific 
(Frost & Co. v. Director-General, 57 I. C. C. 765), and have done 
so even though the particular articles was not in contemplation 
when the ‘commodity item was framed (Texas State Highway 
Department v. Director General, 69 I. C. C. 220). Rice is a cereal, 
and neither the commodity tariff nor the classification clearly 
discloses an intention to exclude rice flour from the benefit of 
the commodity rate on cereal products, the joint commodity rate 
must be considered as covering this article. 


Inasmuch as automobile bumper guards or rails are listed 
under vehicle parts—‘automobile parts,” in Consolidated Clas- 
sification No. 4, while bumpers, N. O. I. B. N., are listed 
under the head of “iron or steel” the commodity rate on iron 
or steel bumpers is not, in our opinion, under the principle of 
the Grosjean case and other cases of a like nature, applicable 
on automobile bumpers. 

Damages—Measure of 

Indiana.—Question: A ships car of coal from point X on 
one line destined to point Y on another line there is a loss 
while in transit. Is the amount of damages which are recover- 
able the invoice price plus freight charges or is the shipper 
entitled to recover the market value at destination. Give me 
the ruling in accordance with the McCaull Dinsmore case, also 
any other rulings pertaining to the same subject. 

Answer: While the rule, as generally stated, is that the 
market value at destination at time of delivery or at the time 
the goods should have been delivered is the basis for deter- 
mining the amount recoverable for loss of or damage or delay 
to shipments, there is, as you will observe from our answer to 
“Nebraska,” on page 602 of the September 12, 1925, Traffic 
World, under the above caption, a variance of opinion as to 
whether the resale value or the replacement value only may be 
recovered by the consignee. At any rate, in several decisions, 
recovery was, where the circumstances surrounding the pur- 
chase of the goods by the consignee were brought before the 
court, limited to the replacement value. 

See also, in this connection, the article on page 1534 of 
the June 5, 1926 Traffic World, under the caption “Measure of 
Damage Rule,” relating to the decision in Crail v. Ill. Cent. 
R. Co,. 13 Fed. (2d) 459; also the decision in Smith v. L. & 
N. R. Co., 209 N. W. 465, the decision which is the subject of 
the article on page 641 of the Traffic World of September 18, 
1926, under the caption “Coal Shortage Damage Case.” 
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Note. items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
tations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


October 11—New Orleans, La.—Examiner Keeler: 
18458—Rates on petroleum and petroleum products within the ter- 
ritory on and east of the Mississippi River and south of Ohio 
River and east of the Indiana-Illinois State Line, and from points 
without to points within said territory. 
17280—Lone Star Gas Co. vs. A. & V. Ry. et al. 
17471—Roxana Petroleum Corp. vs. C. C. C. & St. L. Ry. et al. 
17561—American Refining Co. et al. vs. A. & R. R. R. et al. 
17911—Arab Gasoline Co. vs. A. & R. R. R. et al. 
18006—Kansas City Refining Co. vs. A. & S. Ry. et al. 
18007—Mid-Continent Refiners Traffic Assn. vs. W. & W. Ry. et al. 
18061—Transcontinental Oil Co. vs. A. & V. Ry. et al. 
18199—Standard Oil Co. (Ky.) vs. A. & V. Ry. et al. 
18253—The Texas Co. vs. A. & R. R. R. et al. 
18413—Indian Refining Co. vs. A. & V. Ry. et al. 
18451—The Muscle Shoals Oil Co. et al. vs. A. & V. Ry. et al. 
18605—The Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. et al. 
18653—Empire Refineries, Inc., vs. A. T. & S. F. Ry. et al. 
18689—Ohio Valley Refining Co. vs. B. & O. R. R. et al. 
* 18061 (Sub. No. 1)—Piedmont Oil Co. vs. A. & V. Ry. et al. 
* 18253 (Subs. 1 and 2)—The Pure Oil Co. et al. vs. A. & R. R. R. et al. 


October 11—Atlanta, Ga.—Examiner Hillyer: 
1. & S. No. 2745—Horses and mules from Chicago, 
River Crossings. 
October 11—Washington, D. C.—Examiner Walter: 
Valuation No. 844—In re tentative valuation of the properties of 
the Atlantic City & Shore R. R. Co. et al. 
October 11—St. Louis, Mo.—Examiner Kettler: 
18389 (and Sub. No. 1)—Milne Lumber Company vs. D. T. & I. R. R. 
1. & S. No. 2755—Stoves and Gas Ranges from Eastern Points to 
Pacific Coast States, Transcontinental. 
* 17075—Peninsular Stove Company vs. Michigan Central et al. 
October 11—Chicago, Ill—Examiner Hall. 
— — Sub. No. 1)—Ruggles & Rademaker vs. A. C. & Y. Ry. 
et al. 
17968—American Salt Company et al. vs. A. C. & Y. Ry. et al. 
17310 (and Sub. Nos. 1 and 2)—Geo. A. Hormel & Company vs. C. 
M. & St. P. Ry. et al. 


October 11—Washington, D. C.—Examiner Brinkley: 


Ill., to Ohio 


Valuation No. 85i—In re tentative valuations of the properties of 


the Chieago & Alton R. R. et al. 











a 
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October 12—St. Louis, Mo.—Examiner Kettler: 
18183—Rates on bituminous coal from points in Illinois to East St. 
Louis, Ill., switching district. 
a te Chamber of Commerce vs. Alton and Southern 
. R. et al. 
17994 (and Sub. No. 1)—Perry Coal Company et al. vs. Alton and 
Southern R. R. et al. 


Oct. 12—Atlanta, Ga.—Examiner Hillyer: : ' 
* |. & S. 2761—Bananas for Gulf Ports to points in southern territory 
and to Ohio River crossings. 


October 13—Ft. Worth, Tex.—Examiner Keeler: 
18061 (Sub. No. 1)—Piedmont Oil Co. vs. A. & V. Ry. et al. 
18253 (Subs. 1 and 2)—The Pure Oil Co. et al. vs. A. & R. R. R. et al. 
18458—Rates on petroleum and petroleum products within the terti- 
i on and east of the Mississippi River and south of Ohio River 
and east of the Indiana-Illinois State Line, and from points with- 
out to points within said territory. 
17280—Lone Star Gas Co. vs. A. & V. Ry. et al. 
17471—Roxana Petroleum Corp. vs. C. C. C. & St. L. Ry. et al. 
17561—American Refining Co. et al. vs. A. & R. R. R. et al. 
17911—Arab Gasoline Co. vs. A. & R. R. R. et al. 
18006—Kansas City Refining Co. vs. A. & S. Ry. et al. 
18007—Mid-Continent Refiners Traffic Assn. vs. W. & W. Ry. et al 
18061—Transcontinental Oil Co. vs. A. & V. Ry. et al. 
18199—Standard Oil Co. (Ky.) vs. A. & V. Ry. et al. 
18253—The Texas Co. vs. A. & R. R. R. et al. 
18413—Indian Refining Co. vs. A. & V. Ry. et al. 
18451—The Muscle Shoals Oil Co. et al. vs. A. & V. Ry. et al. 
18605—The Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. et al. 
18653—Empire Refineries, Inc., vs. A. T. & S. F. Ry. et al. 
18689—Ohio Valley Refining Co. vs. B. & O. R. R. et al. 


October 13—Argument at Washington, D. C.: 

Finance No. 3197—Application of Waco, Beaumont, Trinity & 5- 
bine Ry. to extend its line from Livingston, Tex., to Beaumont, 
Port Arthur and West Port Arthur, Tex. 

Finance No. 5104—Application of Waco, Beaumont, Trinity & 52 
bine Ry. to extend its line from Weldon, Tex., to Waco, Tex. 


Oct. 14—Washington, D. C.—Examiner Kephart: 
* Valuation 828, In re tentative valuation M. K. & T. et al. \ 
* Valuation 814, In re tentative valuation M. K. & T. of Texas et 4 


* Valuation 759, In re tentative valuation W. F. and N. W. 
Ss York, N. Y.—Commissioner Campbell and Examine! 
ch: 


fe) : 
18257 (and Sub. No. 1)—International Paper Co. et al. vs. D. & # 
Co. et al. 
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18200—International Paper Company et al. vs. D. & H. Co. 

bee ge —— & Pennsylvania Company vs. Delaware and Hud- 
son Co. et al. 

17503—New York & Pennsylvania Company vs. Delaware & Hudson 
Co. et al. (Further hearing, solely on the question of reparation.) 

October 14—Washington, D. C.—Examiner Potter: 

Valuation No. 816—In re tentative valuation of the property of the 
Santa Maria Valley R. R. Co. 

October 14—Argument at Washington, D. C.: s 
14940—A pplication of rates on cotton to Gulf ports. 
13991—Weatherford, Crump & Co. vs. A. & S. Ry. et al. 
11965—Galveston Commercial Assn. et al. vs. A. & V. Ry. et al. 

October 15—Cincinnati, O.—Examiner Money: 

1. & 8S. No. oal from Virginia, West Virginia, and Kentucky 
Mines to Cincinnati. O. 

October 15—Washington, D. C.—Examiner Law: 

Finance No. 3829—Excess Income of the Midland Valley R. R. Co. 

October 15—Argument at Washington, D. C.: 
17555—Crescent Bed Co., Inc., vs. C. R. I. & P. Ry. et al. 
sia eee Portland Cement Co. et al. vs. D. & R. G. W. R. R. 

et al. 
15427—Iola Cement Mills Traffic Assn. et al. vs. A. & S. Ry. et al. 
15923—Oklahoma Portland Cement Co. vs. A. & S. Ry. et al. 
16836—Oklahoma Portland Cement Co. vs. C. R. I. & P. Ry. et al. 
15938—Oklahoma Portland Cement Co. vs. A. T. & S. F. Ry. et al. 

October 15—Columbus, Ga.—Examiner Hillyer: 

17220—O. A. Mann & Co. vs. A. C. L. R. R 

October 15—Houston, Tex.—Examiner Peck: 
16979—Humble Oil and Refining Company vs. C. R. I. & G. Ry. et al. 

October 16—Washington, D. C.—Examiner Berry: 

* 1. & S. No. 2763—Cement between Oklahoma and Texas points. 

October 16—Houston, Tex.—Examiner Peck: 

1. & S. No. 2717—Storage in transit of iron and steel articles at 
Texas Gulf ports. 

October 16—Argument at Washington, D. C.: 
16272—Lone Star Gas Co. vs. Santa Fe et al. 
16493—Beaumont Export & Import Co. vs. La. Western R. R. et al. 
15028—Peyton Packing Co. vs. A. & S. Ry. et al. 

Valuation No. 83—In re tentative valuation of the property of the 
Toledo, St. Louis & Western R. R. 
16997—Boren-Stewart Co. vs. G. C. & S. F. Ry. et al. 

October 18—New York, N. Y.—Examiner Trezise: 
18387—Hudson Valley Coke & Products Corporation vs. 

R. R. et al. 

October 18—Argument at Washington, D. C.: 
14472—Dolese Brothers Co. et al. vs. A. T. & S. F. Ry. et al. 
15568—Duluth Chamber of Commerce vs. C. St. P. M. & O. Ry. et al. 

* Valuation No. 466—In re tentative valuation of the property of the 

Detroit & Toledo Shore Line R. R. 

October 18—Washington, D. C.—Examiner Fowler: 

Valuation No. 387—In re tentative valuation of the properties of 
the Ill. Cent. R. R. et al. 

Valuation No. 349—In re tentative valuations of the properties of 
the Y. & M. V. R. R. et al. 

Valuation No. 354—In re tentative valuation of the property of the 
Batesville Southwestern R. R. and R. J. Darnell, lessee. 

Valuation No. 384—In re tentative valuation of the property of the 
Chicago, Memphis & Gulf R. R. Co. 

Valuation No. 388—In re tentative valuation of the property of the 
Kensington & Eastern R. R. Co. 

Valuation No. 271—In re tentative valuation of the property of 
Kentucky Midland R. R. Co. 

Valuation No. 395—In re tentative valuation of the property of 
Dunleigh and Dubuque Bridge Co. 

Valuation No. 441—In re tentative valuation of the property of the 
Miss. Valley Co. 

Yctober 18—Washington, D. C.—Examiner Sullivan: 

2% No. 5665—Purchase of capital stock of Greenbrier & Eastern 


B. & M. 


Finance No. 5762—Application of Chesapeake & Ohio Ry. for au- 
thority to acquire control of the Sewell Valley R. R., the Loop and 
Lookout R. R. and the Greenbrier & Eastern R. R. by purchase 
of capital stock and to lease the railroads of said company. 


October 18—Jacksonville, Fla.—Examiner Hillyer: 
18480—E. L. McClung vs. Seaboard Air Line Railway Co. 
October 18—Chicago, Ill—Examiner Hall: 
17489 (and Sub. Nos. 1 and 2)—Certain-teed Products Corporation 
vs. Aberdeen & Rockfish R. R. et al. 
October 18—Washington, D. C.—Examiner Berry: 
18163—-National Association of Waste Material Dealers, 
Aberdeen & Rockfish R. R. et al. 
October 19—Argument at Washington, D. C.: 
17071—Hunt Bros. Fruit Co. et al. vs. A. & W. Ry. et al. 
15867—-E. E. Bruce & Co. et al. vs. C. & N. W. Ry. et al. 
13857—Chamber of Commerce of Selma, Ala., vs. A. G. S. R. R. et al. 
October 20—New York, N. Y.—Examiner Trezise: 
18111—Corning Glass Works et al. vs. N, Y. C. R. R. et al. 
October 20—Tulsa, Okla.—Examiner Keeler: 
18061 (Sub. No. 1)—Piedmont Oil Co. vs. A. & V. Ry. et al. 
18253 (Sub. 1 and 2)—The Pure Oil Co. et al. vs. A. & R. R. R. et al. 
October 20—Argument at Washington, D. C.: 
15026—Oklahoma Millers’ League vs. A. & M. R. R. et al. 


Inc., vs. 


, a Fourth Section Application 672 of Agent F. A. Le- 

and. 

15841 (and Sub. Nos. 1 to 19, incl.)—William Kelly Milling Co. vs. 
AT: 62t. 3. & 


16665 and Sub 1—Southwestern Lumbermen’s Assn. et al. vs. Ark. 
Val. Interurban Ry. et al. 
16987—Foster Lumber Co. vs. A. T. & S. F. Ry. et al. 
October 20—Argument at Washington, D. C 
Finance No. 5457—Construction of Line 
dustrial Belt Ry. Co. 
October 20—Houston, Tex.—Examiner Peck: 
1. & S. 2743—Sugar between Louisiana and Texas points. 
October 20—Valdosta, Ga.—Examiner Hillyer: 
18364—-Georgia Public Service Commission vs. Atlantic Coast Line 
Railroad Company. 


October 20—Tulsa, Okla.—Examiner Keeler: 


by Southern Kansas In- 


18458—Rates on petroleum and petroleum products within the terri- 
tory on and east of the Mississippi River and south of Ohio River 
and east of the Indiana-Illinois State Line, and from points with- 


out to points within said territory. 
17280—Lone Star Gas Co. vs. A. & V. Ry. et al. 
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17471—Roxana Petroleum Corp. vs. C. C. C. & St. L. Ry. et al. 
17561—American Refining Co. et al. vs. A. & R. R. R. et al. 
17911—Arab Gasoline Co. vs. A. & R. R. R. et al. 
18006—Kansas City Refining Co. vs. A. & S. Ry. et al. 
18007—Mid-Continent Refiners Traffic Assn. vs. W. & W. Ry. et al. 
18061—Transcontinental Oil Co. vs. A. & V. Ry. et al. 
18199—Standard Oil Co. (Ky.) vs. A. & V. Ry. et al. 
18253—The Texas Co. vs. A. & R. R. R. et al. 
18413—Indian Refining Co. vs. A. & V. Ry. et al. 
18451—The Muscle Shoals Oil Co. et al. vs. A. & V. Ry. et al. 
18605—The Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. et al. 
18653—Empire Refineries, Inc., vs. A. T. & S. F. Ry. et al. 
18689—Ohio Valley Refining Co. vs. B. & O. R. R. et al. 
October 20—Cincinnati, O.—Commissioner Aitchison and 
Examiner Money: : ; 
* 10122—Standard Time Zone Investigation. 


October 21—Boston, Mass.—Commissioner Lewis and Examiner Mul- 


Attorney- 


en: 

* 1. & S. No. 2635 and ist supplemental order—Milk and cream be- 
tween New England points (further hearing). 

October 21—Washington, D. C.—Examiner Boyden: 

Valuation No. 203—In re tentative valuation of the property of the 
Newburgh and South Shore Ry. (further hearing) (for purpose 
of enabling Bureau of Valuation to ascertain and include in the 
record the pertinent and material facts with reference to certain 
tracks owned by the American Steel & Wire Co., leased by the 
carrier from year to year). 

October 21—Argument at Washington, D. C.: 

16256—The Welch Grape Juice Co. et al. vs. A. & S. Ry. et al. 

barons State Chamber of Commerce vs. A. T. & S. F. Ry. 
et al. 

16392—H. D. Conkey et al. vs. A. T. & S. F. Ry. et al. 

16563—National Fireproofing Co. vs. Penna. R. R. 

October 22—Argument at Washington, D. C.: 

16373—Bergin-Price Co. et al. vs. Santa Fe et al. 

16278—Grangers Manufacturing Co. vs. N. Y. C. R. R. et al. 

16516—Federal Metals Corp. vs. Penna. R. R. et al. 

ba a ei George Manufacturing Co. et al. vs. A. G. S. R. R. 
et al. 

October 23—Washington, D. C.—Assistant Director Burnside: 

* Finance No. 5812—Application of R. Lancaster Williams, chairman, 
etc., on behalf of Georgia & Florida R. R., a corporation in pro- 
cess of organization, for authority to acquire and operate the rail- 
road formerly owned by the Georgia & Florida Ry.; to construct 
an extension of said railroad; and to acquire control of the 
Statesboro Northern Ry. by purchase of capital stock. 

October 23—Argument at Washington, D. C.: 

16562—Oscar Mayer & Co. vs. A. T. & S. F. Ry. et al. 

16796—McClintock-Trunkey Co. et al. vs. McCormick S. S. Co. et al. 

16745—Fox Paper Co. et al. vs. A. T. & S. F. Ry. et al. 


October 23—Columbia, S. C.—Examiner Hillyer: 
18019—John S. Barnes vs. Sou. Ry. et al. 


October 25—Washington, D. C.—Examiner Macomber: 


Valuation No. In re tentative valuation of the property of 
Okmulgee Northern Ry. 


October 25—Washington, D. C.—Examiner Folsom: 
Valuation No. 847—In re tentative valuation of the property of the 
Western Ry. of Ala. 
Valuation No. 833—In re tentative valuation of the property of the 
Atlanta & West Point R. R. 


October 25—Argument at Washington, D. C.: 
16841—International Paper Co. vs. B. & M. R. R.: et al. 
16863—-Tulsa Rig, Reel & Manufacturing Co. et al. vs. M.-K.-T. R. 


R. et al. 
16933—-United States Gypsum Co. vs. St. L.-S. F. Ry. et al. 
October 25—Washington, D. C.—Commissioner Esch and Examiner 


ynn: 
18300—Motor Bus and Motor Truck Operation. 


October 25—Washington, 
Chief Examiner Gerry: 
15007 (and Sub. No. 1)—Pittsburgh Coal Producers’ Association et 
al. vs. Ashland Coal & Iron Ry. et al. 
15423—Northern West Virginia Coal Operators’ Association vs. B. & 
©. BR. HR. et al. 

October 25—Columbia, S. C.—Examiner Hillyer: 
17631—Spence-Hollowell Co. et al. vs. N. Y. N. H. & H. R. R. et al. 
17383 (and Sub. Nos. 1 to 8, incl.)—A. J. Doughty and A. J. Doughty, 

as agent, vs. A. C. L. R. R. et al. 
18153—Corporation Commission of N. C. vs. A. & R. R. R. et al. 
14092 (and Sub. No. 1)—South Carolina Produce Association vs. A. 
& R. R. R. et al. 
ee ee Carolina Asparagus Growers’ Association vs. Southern 
y. et al. 
Fourth Section Order No. 9274—Vegetables from South Carolina. 

October 25—Milwaukee, Wis.—Examiner Hall: 

17713—Edward Nordman, Commissioner of Markets of the state of 
Wisconsin vs. Aberdeen & Rockfish R. R. et al. 


October 25-26—Argument at Washington, D. C.: 
* Valuation No. 396—In re tentative valuation of the properties of 
Wheeling & Lake Erie Ry., Toledo Belt Ry., and Zanesville Belt 
& Terminal Ry. 
* Valuation No. 480—In re tentative valuation of the property of 
Lorain and Western Virginia Ry. 
October 26—Jefferson City, Mo.—Examiner Money: 
* 1. & S. No. 2697—Switching at Carthage and Joplin, Mo. 
October 26—Argument at Washington, D. C.: 
1 arson, Pirie, Scott & Co. et al. vs. A. T. & S. F. Ry. et al. 
es gery _— Nos. 1, 2 and 3)—Armstrong Cork Co. vs, Penna. 
. R. et al. 
16978—West Texas Chamber of Commerce et al. vs. H. & T. ©: 
R. R. et al. 
October 27—Argument at Washington, D. C.: 
ee Club of Fargo, N. D., et al. vs. A. T. & S. F. Ry. 
et al. 
16827—Commercial Club of Fargo, N. D., et al. vs. Gt. Nor. Ry. et al. 
— tone Sub. No. 1)—Grand Forks Commercial Club vs. Gt. Nor. 
y. et al. 


October 28—Argument at Washington, D. C.: 
17013—The Viscose Co. et al. vs. N. Y. C. R. R. et al. 
17022—Galloway Lithographing Co. vs. Sou. Pac. Co. et al. 
ee Vegetable Parchment Co. vs. A. T. & S. F. Ry. 
et al. 

17050—Andrews Bros. Co., Inc., et al. vs. Pa. R. R. 


D. C.—Commissioner Hall and Assistant 
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a: SHIP SAFELY VIA 
~_ UNIVERSAL 
THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 





. Ry. et al. MILLS BUILDING 418-430 S. MARKET STREET 
vs, Penna. Phone, Main 3840 Telephone, State 8635 ten 
1. & T.C. For Rates or further information apply to our 
local office in your city or to the 
& S. F. Ry. 
Ry. eta FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Blvd. Telephone Wabash 5102 
CHICAGO, ILL. 


al. 
~ S. F. Ry: 
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PORT or SEATTLE 


Shortest, Most Direct Route to the Orient 


Seattle Harbor a 
Great Natural Port 


Situated on Puget Sound, the Port of Seattle is a wonderful 
sheltered harbor. The connecting channel with the Pacific Ocean, 
the Straits of Juan de Fuca, is a remarkable ocean roadstead 
varying from twelve to fifteen miles wide, leading to the main 
inlet of Puget Sound with five to eight miles width throughout, 
and the shallowest depth being 136 feet the entire 125 miles from 
the Pacific. This ample depth of water and wide channel makes 
it possible for the largest vessels afloat to make the Port of 
Seattle and find berthage without aid of either pilot or tow. 


Terminals Served by Six Transcontinental Rail Lines 
Acres of Open and Equipped to Handle Any 


Covered Storage. Weight Commodities at 
Low Insurance Rates. Reasonable Rates. 


Speed—Economy—Satisfaction 


ADDRESS 


PORT or SEATTLE 


SEATTLE, WASHINGTON 


Write Traffic Department for Rates, Space and Sailings 
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™ DELAWARE & HUDSON 


Offers a Highly Developed Service 
for the Dependable Movement of Freight Between 


The New England States and the South and West—Eastern Canada and 
all points South. Close affiliation with the lines listed below makes this an 
ideal route for the rapid movement of shipments throughout this section. 







Canadian Pacific Railway............. Pennsylvania........... 
Canadian National Railways.......... fv Rouses Point, N. Y. Lehigh Valley .......... jv Wilkes-Barre Pa. 
a & Southern:....... iahanaille: 1 Y Conte al R. R of N. J..... 
ston PSS, Ee Iris Md via icvi aA ee a 5.6. 6-6.exoinee n> & 
Boston & Albany................... via Albany, N. Y. Lackawanna........... via Binghamton, N. Y. 
Os ad oud via Owego, N. Y. 












DELAWARE & HUDSON SUPER-POWER ENGINES 


These —_ locomotives are equipped with the Bethlehem Auxiliary Locomotive 
hich adds approximately 25 per cent to the hauling power. 





Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All our Traffic Agencies are furnished information daily relative to junction passings. The Agency nearest 
you will keep you advised of the progress of your urgent carload shipments if requested to do so. 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 



























aap. N. Sg gy a Main 3380 ONEONTA, N. Y.—Telephone 1500 
. E. Colket, Milk Agent, A. W. Ackley, Division Freight Agent, 
D & H Building 191 Main Street 
Cc. A i. ee Freight Agent, PHILADELPHIA, PA.—Telephone Rittenhouse 1271 
ATLANTA, GA.—Telephone Walnut 5464 * no 
— Bp aw anes Agent, 1420-26 South Penn Square 
ey Building al 
BOSTON, MASS.—Telephone Liberty 4106-4107 a aac daaae Peet Ghgnoteant 
-qWheeler, New England Freight Agent, 13-514 Bessemer Building. _ ” 
29-430 Chamber of Commerce Building Dietz, General Traveling Coal Agent 
BUFFALO, _ Y.—Telephone Seneca 853 *iseie "Bessemer Buildin: _— 
H. W. Haas, General Agent, Freight Department, PLATTSBURG, N. Y.—Telepho " 
722 Ellicott Square Building E. H. Dow. Division Freiaht oe 
CHICAGO, ILL.—Telephone Wabash 89 Tine 
Flanders, Jr., General phn ‘rreight Dept., ge Street 
“a -02 Webster Building, <r PA. Sees yy 4751 
MONTREAL, QUE.—Telephone Uptown 7424 D & H Passenger Station 
James Fitzsimons, General Canadian Freight Agent, ST. LOUIS, MO.—Telephone Garfield 1651 
106 Drummond Bldg., 511 St. Catherine St., West J. B. Stewart, General Agent, Freight Department, 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 1021-1022 Pierce Building 
Max V. Beckstedt, General Agent, Freight Dept., — N. Y.—Telephone 765 





1446-48 Woolworth Building, 


. J. Forster, Division Freight 
233 Broadway ee 


Union Station 


W. G. Story, General Freight Agent, Albany, N. Y. 

F. N. Hiller, Asst. Gen. Freight Agent, 5 ig N, Y. 6 
F. W. Nyland, Coal Freight Agent, Albany, N. Y. 

C. E. Relfe, Assistant General Traffic Manager, Albany, N. - 

L. F. Perry, Assistant to General Traffic Manager, Albany, N. Y. 









99 W. J. MULLIN, J. T. LOREE, 
General Traffic Manager Vice-President and General Manager 
ALBANY, N. Y. 
— SHORTEST—QUICKEST—BEST PASSENGER ROUTE 


THE MONTREAL LIMITED BETWEEN NEW YORK AND MONTREAL THE MONTREAL LIMITED 
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Peru Chair Works—Furniture, Chairs, etc. 


LOCATION 


Peru, on the Chesapeake and Ohio Railway, is in the direct center of northern Indiana. 


LABOR 


A population of 15,000 with a large rural section and nearby villages insures an adequate supply of 


native labor. 
TRANSPORTATION 


The Chesapeake and Ohio Railway in connection with other lines furnishes direct over-night service to 


Missouri River cities and Chicago, Cincinnati, Indianapolis, St. Louis, Detroit and in fact all principal 
points in Central Freight Association territory. 


RAW MATERIALS 
The famous coal from the Kentucky and West Virginia fields of the Chesapeake and Ohio Railway. By- 
product coke from nearby ovens. Petroleum from many nearby refineries. Steel from Fort Wayne, 
Gary, Ashland, Ky., and the Pittsburgh district. Lumber from local mills and by direct shipment from 


the South. 
DISTRIBUTION 


A study of its transportation facilities and distances will show that Peru is favorably located and within 
economical distance to the widest possible markets. 


INDUSTRIAL SURVEY 


The Chamber of Commerce of Peru has recently completed a general industrial survey which gives 
information as to its location, assembly and distribution facilities, trade territory, labor, power, fuel 


’ 
water, taxes, civic, educational and religious activities; and the opportunities for industrial and com- 
mercial development. 


Ask for this survey through the— 


INDUSTRIAL DEPARTMENT, CHESAPEAKE AND OHIO RAILWAY 


K. T. CRAWLEY, D. C 


Manager, 


. C. BOY, 
Industrial Agent, 
Richmond, Virginia 


Huntington, West Virginia  —_ 
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THE FLOUR INDUSTRY 


\EOMONTON @ 


TRAFFIC WORLD 


ats) 


East & South 


Between 
All Points 


in the 


Northwest 


Western Canada 
North 
Pacific Coast 


THIEF RIVER FALLS 


ALWAYS DEPENDABLE 


Boston, Mass., 40 Central St. 

Buffalo, N. Y., 409-410 Iro- 
quois Bldg. 

2 Ill, 707 Standard 


rust _ 
Chippewa Falls, Wis. 
Cincinnati, O., 709 ‘Traction Bldg. 
Cleveland, O., 915 Union Trust Bldg. 
Detroit, Mich., 311 Transportation Bldg. 
Duluth, Minn., 320 West Superior St. 
Grand Rapids, Mich., 414 Lindquist 
Indianapolis, Ind., 522 Merch. B 


AGENCIES 
Kansas City, Mo., 738 Railway Ex. Bldg. 
Las Angeles, Cal., 530 Van Nuys Bldg. 
Memphis, Tenn., Porter Bldg. 
Milwaukee, Wis., 68 Wisconsin St., 
Minneapolis, Minn., Soo Line Bldg., 5th St. and Mar- 
quette Ave. 
Neenah, Wis. 
New York, N. Y., Woolworth Bldg. 
Omaha, Neb., 725-26 W. O. W. Bidg. 
Philadelphia, Pa., Cross Bldg., Locust St. at 15th. 
Pittsburgh, Pa., 2041 Oliver Bldg. 


Serving the 
7 Heart of the 

) ee Great 
rr Northwest 


THE STEEL INDUSTRY 


To avoid delay, shipments fer Can- 
adian destinations must be accompan- 
ied by shippers’ export declaration 
made in triplicate. This document 
must be delivered te railroad agent at 
initial point with the shipment and ac- 
company same to Canadian port of 
entry. : 
SAULT SAINTE MARIE 


Nisy 
QUg 
BESSEMER. _ 


DULUTH, 
° 
MENOMINEE 


MANITOWOC 
SAINT PAUL 


MILWAUKEE 
Portland, Ore., 3rd and Pine Sts. 
St. Louis, Mo., 2050 Railway Exch. Bldg. 
St. Paul, Minn., 1112 Merchants Nat'l Bank 


Bldg. 
San Teeocinen, Cal., 675 Market St. 
Sault Ste. Marie, Mich. 
Seattle, Wash., 5564 Stuart Bldg. 
Spokane, Wash., 1006 Old Nat'l Bank Bldg. 
Superior, Wis. 
Tacoma, Wash., 1113 Pacific Ave. 
Waukesha, Wis. 
Winnipeg, Man., 603-604 Lombard Bldg. 


Our Freight House Terminals at DULUTH are. Joint With Duluth, Missabe and Northern Ry. 
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SOUTHERN PACIFIC LINES 
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Ee as At the head of fertile Sacramento plants, iron foundries, flour mills and ® 

sisi Valley lies Shasta County, potential creosoting plants, creameries, box fac- S 

Se a treasure house of Northern California tories, and lumber mills. Hydro-electric FE 

ch R” and an agricultural and industrial region plants sufficient to produce 2,800,000 is 

® ® of growing importance. horse power per day are now in opera- a5 
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Qn ss at California State Fair. In its hills lie Redding, a progressive city of 5,000 7 sz 
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ae dance of hydro-electric power, may some opment in Northern California. The * Fe 
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<. in Leading industries include packing active volcano in the United States. af ab 
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